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DUKiNG 2he past two years I have written several 
short articles for the American Machinist on the sub- 
ject of the indicator-diagram. In these there was not 
much attempt at connection, or intention to cover 
more than a few points as they came up from time to 
time. As an outcome of the appearance of these 
articles I have received many letters of inquiry, espe- 
cially from engineers in charge of steam engines and 
boilers of various classes. These letters, very fre- 
quently leading to considerable correspondence, have 
largely guided me in the preparation of this work : it 
seemed a fair presumption that they indicated what 
would be acceptable to others similarly situated. 

It has been my aim to present the subject compre- 
hensively enough to enable any engineer to apply the 
W indicator to his engine, take the diagram, and make all 
^ necessary calculations from it. The endeavor has been 
iH to use no terms except such as are generally understood 
or fully explained, and no mathematical demonstra- 
tions are given or are required that involve the use of 
anything but simple arithmetical calculations. 

As one of the most important ends the indicator 
can serve is to point out how to bring about economy 
Qf §t^am-QQqsumption, its \ise has been considered in 
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connection with steam-engine economy: there seems 
to be no rational way of dividing these subjects even 
if it were desirable. 

A separate chapter has been devoted to locomotive- 
engines, because while the general matter applies to 
these in common with other steam-engines, there are 
some features peculiar to locomotive-indicating. 

All the engravings, both of diagrams and methods 
of obtaining drum-motion, were made expressly for 
this work. What was suitable of the matter referred 
to as written for the American Machinist has been re- 
vised and used ; the rest, comprising the larger portion 
of the whole, is now published for the first time. 

Fully believing that in the near future no engineer 
will be considered competent unless he has knowledge 
of the use of the indicator, I shall be satisfied if my 
efforts make the subject plainer to a few ; or if in any 
degree they assist those who recognize that the indica- 
tor-diagram has become so thoroughly incorporated 
with the current literature of steam-engineering, that, 
aside from the intention or ability to use the indicator, 
every one interested in the steam-engine should learn 

to read the diagram. 

F. F. Hemenway. 
New York City, Sept. i, 1885. 
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INDICATOR PRACTICE AND STEAM-ENGINE 

ECONOMY. 



CHAPTER I. 



THE STEAM-ENGINE INDICATOR. 



CONSTRUCTION AND USE OF THE INDICATOR. 

The steam-engine indicator is an instrument for 
measuring and recording pressures. It is said to have 
been invented by Watt, and employed as a means of 
improving his engines. In its earlier forms the indi- 
cator was crude — hardly up to the standard of the 
engines upon which it was used. As made at present, 
it is as nearly perfect as it can be expected any analo- 
gous piece of mechanism will be. Its records are uni- 
versally relied upon, and deductions intelligently made 
from these records are correct within the limits of 
present knowledge of steam-engineering. With the 
comparatively rude instruments used only a few years 
ago work was done that resulted in great improvement 
of the steam-engine. With the modern indicator, so 
nearly perfect in its action, improved as it has been 
found absolutely necessary to improve it for modern 
high speeds and pressures, the behavior of steam in 



2 INDICATOR PRACTICE. 

the cylinder and in getting into and out of it has been J 
determined and studied in a way to add greatly to the I 
general fund of knowledge in the science of steam- I 
engineering. 

The most common use that is made of the indicator \ 
is for measuring continuously during the stroke of the 
piston the pressure in the cylinder of a steam-engine, 
and recording that pressure on a piece of paper, the I 
record being called an indicator-diagram. The pencil | 
or marking-point with which the diagram is traced is | 
connected by suitable mechanism with a small piston | 
adapted to be moved substantially frictionless i 
cylinder. The connection is such that the pencil 
moves in a straight line up and down with the piston, 
the motion of the pencil being several — usually four ] 
or five — times greater than that of the piston. In use 
on a steam-engine the indicator is so placed that the 
cylinder below the piston is put in communication I 
with one end of the cylinder of the engine by turning I 
a small cock. The upper end of the cylinder of the I 
indicator (above the piston) is always open to the at- 
mosphere; when the cock is turned to close the com- 
munication between the cylinders of the indicator and 
engine both ends (above and below the piston) of the 
indicator-cylinder are open to the atmosphere. 

NEUTRAL POSITION OF THE PF.NXIL. 

The motion of the piston of the indicator is con- 
trolled or restricted by a spring of known tension. 
When both ends of the cylinder are open to the at- 
mosphere the pencil will be held in its neutral posi- 
tion. When the cock is turned to make the connec- 
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tion between the cylinders of the indicator and the 
engine, if the pressure in the latter is greater than the 
pressure of the atmosphere, the indicator-piston, and 
with it the pencil, will be forced, against the resistance 
of the atmosphere and that of the spring, above the 
neutral position. When the pressure in the cylinder 
is less than that of the atmosphere the pressure of the 
latter will force the pencil below its neutral position, the 
downward motion of the indicator-piston being resisted 
by whatever pressure is in the engine-cylinder and by 
the spring. 

The paper-drum has a reciprocating motion on its 
axis, at right angles to the motion of the pencil. If 
with the indicator properly attached to the cylinder of 
the engine the paper is placed on the drum, the latter 
given a motion corresponding to that of the piston of 
the engine and the pencil held in contact with the 
paper, a diagram will be traced from which the pres- 
sure against one side of the piston of the engine for an 
entire revolution of the crank, or double stroke of the 
piston, may be measured. 

SOME OF THE ADVANTAGES OFTHE USE OF THE INDICATOR. 

The piston of a steam-engine is moved by the pres- 
sure of steam against one of its sides. Its progress is 
resisted by a lesser pressure against its other side, by 
friction, and by the load upon the engine. The pres- 
sure operating to move the piston will always be less 
per square inch of surface than the pressure in the 
boiler or steam-pipe supplying the steam, to an extent 
proportionate to the degree of freedom with which the 
steam is permitted to pass to the cylinder. Lack of free* 
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dom in this respect may be in part due to insufficient 
steam-pipe or stcain-port area, to bends or restrictions 
in the pipes or ports, to badly arranged or deranged 
valve-gear, and to other causes, and in part to the i 
operation of the governor in maintaining a pressure to J 
correspond with the load and desired speed. It is oi\ 
tile first importance in the economical use of steam in I 
the steam-engine to know the exact pressure in the J 
cylinder throughout the entire stroke of the piston, and J 
what influences the extent of this pressure. Without \ 
the use of the indicator this cannot be known. 

The resistance which the piston encounters is in part I 
due to natural and unavoidable causes, and in part to 1 
construction and arrangement, subject to changes and T 
modifications. In a condensing-engine this resistance 
will always be greater than the pressure in the con- 
denser, and in a non-condensing engine greater than 
the pressure of the atmosphere. Frequently the re- 
sistance in either case is materially greater than it 
should be, and sometimes enormously so. The indi- 
cator records this resistance, and if unduly great dur- 
ing any part of the stroke, enables the engineer to ■ 
locate the trouble, and to determine the effect of the , 
remedy he may apply. 

The use of the indicator also enables the engineer to ] 
know at any time the power the engine is exerting, 
and by this means to detect causes outside the engine- d 
room through which steam is wasted. Shafts out of. -I 
line, injudicious change of lubricants, defects in ma-j 
chines and machinery — causes by which the work re- j 
quired of the engine is increased — leave their markl 
on the diagram. Increased coal-consumption withouta 
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corresponding increase of work leads to a search for 
the cause. The regular use of the indicator is the 
only way in which the steam-engine can be kept at 
work economically in the use of steam. Engines have 
been run for years, wasting thousands of dollars in 
fuel, when the application of the indicator would have 
led at once to the detection of the cause of their 
wastefulness. 

To the student in steam-engineering the indicator is 
an invaluable assistant. Careful consideration of dia- 
grams from different engines, under varied conditions, 
cannot fail to lead to thought and investigation. Es- 
pecially is the indicator invaluable if the student must 
pursue his studies without much help from teachers. 
By its use many stumbling-blocks will be removed, 
while the calculations he will be impelled to make in 
connection with it will lead to the acquisition of a good 
general knowledge of the whole subject. 

CARE REQUIRED IN THE USE OF THE INDICATOR. 

Using the indicator is for the most part a matter of 
common-sense. It is a delicate instrument, and re- 
quires careful handling. So is a micrometer-caliper or 
any instrument of precision delicate in the same sense, 
and the judgment that applies to the use of one is 
equally applicable to that of the other. It should be 
fully appreciated that the entire value of the diagram 
depends upon its truthfulness : if there is any question 
of its quality in this respect, it is worthless. If it is 
supposed to be truthful, and is not so, it is worse than 
worthless, because misleading. In order that the dia- 
gram may be reliable the indicator must be kept in 
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perfect condition, and, when attached for use, the con. 
nection must be such that the pressure in the cylinders 
of the engine and indicator will instantly be equalized. 
It is equally important that the motion of the paper- 
drum shall correctly represent that of the piston of the 
engine. No one need expect to succeed in the use of 
the indicator unless he possess himself of the skill to 
properly attend to these details. They are such as 
will readily be understood by the skilled mechanic, and 
the necessary skill is quite within the reach of any one 
who is fit to have the care of a steam-engine. From 
lack not so much of skill as a complete appreciation of 
what is required, unsuccessful attempts to profitably 
use the indicator may be traced. The requisites are 
care in handling the instrument and the habit of think- 
ing — ^just what are required to properly handle an en- 
gine, or to do good work of any kind. With these, 
any one can learn to use the indicator without any in- 
struction except such as he may get by reading and 
study. 
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CHAPTER II. 
DEFINITIONS OF TECHNICAL TERMS. 

Absolute Pressure of steam is its pressure reckoned 
from vacuum: the pressure as shown by an ordinary 
steam-gauge, plus the pressure of the atmosphere. 

Boiler Pressure, or gauge-pressure, is the pressure 
above atmosphere : the pressure as shown by a correct 
steam-gauge. 

Initial Pressure is the pressure in the cylinder of an 
engine at or near the beginning of the forward stroke 
of the piston. 

Terminal Pressure (t) is the pressure that would be 
in the cylinder at the end of the stroke of the piston if 
the exhaust-valve did not open until the stroke was 
completed. It may be found by extending the expan- 
sion-curve to the end of the diagram. The theoretical 
terminal pressure is found by dividing the pressure at 
cutroff by the ratio of expansion. 

Mean Effective Pressure (M.E.P.) is the average 
pressure urging the piston forward during its entire 
stroke in one direction, less the pressure that resists 
its progress. 

Back Pressure is the loss, expressed in pounds per 
square inch, due to getting the steam out of the cylin- 
der after it has done its work. On the diagram from 
a non-condensing engine it is indicated by the distance 
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apart of the atmospheric line and the line of counter. ' 
pressure ; on the diagram from a condensing-engine it | 
is indicated by the distance apart of the line of counter- 
pressure and a line representing the pressure in the con- J 
denser.* 

Total Back Pressure in either a condensing or non- j 
condensing-engine is represented on the diagram by 1 
the distance between the line of counter-pressure and J 
that of perfect vacuum. 

Initial Expansion is the fall of pressure in the cyl-I 
inder of an engine as the piston advances and beforel 
steam is cut off. 

Ratio of Expansion is the proportion the total volume J 
of steam in the cylinder — the exhaust not being opened J 
till the end of the stroke — bears to the volume at cut-S 
off. I 

Wire drawing \s \\\z operation, accidental or inten-J 
tional, of reducing the pressure of steam between th&l 
boiler and cylinder. Wire-drawing generally, but not! 
always, brings about initial expansion. 

Clearance is the space between the piston at the end. I 
of its stroke and the valve-face. It is usually reckoned! 
in per-cent of the piston-displacement, or in its equiv-j 
alent in length added to the cylinder. 

The Unit of Heat is the quantity of heat which must! 
be added to one pound of water of a temperatui 
above the freezing-point to increase its temperature] 
one degree Fahrenheit. 



•Backpressure in a condensing engine is usually spoken 
reckoned from vacuum: lliis is nol correcl, as ihe engine m 
haust against an artificial atmosphere in the condenser, which may bi 
ir less, according to circumstances. 
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The Unit of Work — foot-pound — is one pound lifted 
to a height of one foot. One unit of heat is equal to 
772 units of work. 

A Horse-power (H.P.) is 33,000 pounds lifted to a 
height of one foot in one minute of time, or equivalent 
motion against resistance. 

Indicated Horse-power (I. H.P.) is the horse-power as 
shown by the indicator. It is the product of the mean 
net area of the piston, its speed in feet per minute, 
and the mean effective pressure, divided by 33,000. 

. Net Horse-power is the indicated horse-power less the 
friction of the engine. 

Saturated Steam, frequently called " dry steam," is 
steam that contains just sufficient heat to maintain the 
water in a state of steam. When saturated steam suf- 
fers any loss of heat, some of the steam will be con- 
densed. 

Superheated Steam is steam which has an excess of 
heat : this excess may be parted with without conden- 
sation. 

Compression is the action of the piston in compress- 
ing the steam remaining in the cylinder at exhaust- 
closure into the clearance-space. 

Latent Heat of steam is the quantity of heat, ex- 
pressed in heat units, required to vaporize or evapo- 
rate water already heated to the temperature of the 
steam into which it is to be converted. 

Sensible Heat of steam is its temperature as shown 
by a thermometer. 

Piston Displacement is the space, usually reckoned in 
cubic inches, swept through by the piston in a single 
stroke. It is found by multiplying the area of the 
piston in inches by the stroke in inches. 
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CHAPTER III. 
GETTING READY TO TAKE DIAGRAMS. 

HOW TO ATTACH THE INDICATOR. 

The use of the indicator has become so common 
that the cylinders of nearly all engines are drilled and 
tapped for its attachment by the builder, as few build- 
ers are willing to leave their engines in the hands of 
the user until after the adjustment of valves by its aid. 
If the cylinder has not been drilled, the first thing in 
order is to attend to it. The cock furnished with the 
indicator is threaded for half-inch gas-pipe tap, and un- 
less the conditions are such that considerable length of 
pipe must be used, the cylinder should be tapped to 
correspond. If a horizontal engine, the holes may be 
drilled in the top or side of the cylinder, or in the 
heads, as is most convenient for attaching the indicator 
and getting motion to the drum : they should never 
be located at the bottom, where they will take water 
instead of steam, nor where the openings will be ex- 
posed to direct currents of steam from the ports. If 
on the top or side, they should be so near the ends of 
the cylinder that the piston at the extremes of its 
travel will not cover them. Occasionally it may be 
necessary to channel the head or counter-bore of the 
cylinder a little to provide free opening at all times. 
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Drilling holes so they are covered by the piston at 
extreme travel sometimes results in puzzling diagrams. 
When the holes are on top of the cylinder, the cocks 
may sometimes be screwed directly into them, but 
generally it will be necessary to use a short nipple and 
coupling to reach through the lagging. When in the 
side, a nipple and elbow or a bent pipe should be used 
to carry the indicator a little away from the cylinder 
and set it in an upright position. The indicator may 
be set horizontally, when setting it so cannot well be 
avoided ; but it is always better to set it vertically when 
practicable to do so. If an elbow is used, it is better 
for being of a radius four or five times greater than 
that of an ordinary elbow. It is a good plan to have 
four such elbows made, cast in brass ; they are likely 
to be of use some time when it is necessary to make 
more than one turn in a pipe. If such elbows are not 
at hand, a very good substitute may be provided by 
bushing three-quarter-inc«h elbows. In vertical engines 
it is best to drill the holes in the side of the cylinder. 

LONG PIPES AND BENDS SHOULD BE AVOIDED. 

In locating the indicator, the endeavor should always 
be to use the least admissible length of pipe and the 
fewest bends practicable. Although steam travels 
with great rapidity, it nevertheless takes time to fill 
long lengths of pipe, and the current is checked in pass- 
ing elbows and bends. All pipe and fittings should be 
free from scale and dirt, and no putty or lead used in 
making the joints. A little tallow on the pipe-threads 
will do no harm, but none should be used in the fittings. 
Before putting the indicator in place, the pipe should 



INDICATOR PRACTICE. 

be blown through with steam to dislodge any foreign . 
matter that may be inside it, which otherwise might 
find its way into the cyHnder of the indicator. The 
cylinder and piston of the indicator are easily injured 
by grit or dirt, hence it is essential to see that the pipes 
are free and clean. For similar reasons it is not advisa- 
ble to use an indicator on a new engine until it has 
been under steam long enough to dislodge and get rid 
of core sand. All reasonable precautions should be 
taken to prevent anything except clean steam and the 
oil used finding its way into the indicator-cylinder. 



It is necessary for all purposes to take diagrams 
from both ends of the cylinder. When two indicators 
are used one may be attached to each end, and dia- 
grams taken nearly simultaneously. If only one indi- 
cator is used, it must be changed from end to end, or 
the two ends piped together with a three-way cock at 
the centre of the cylinder, into which the indicator- 
cock is screwed. Instead of the three-way cock, a tee 
may be used with a straight-way cock each side of it. 
When connected in this way, if the cylinder is more 
than ten inches diameter, or unless the piston speed is 
quite slow, it is advisable to use three-quarter-inch 
pipe. With small cylinders the extent of the valve- 
opening is correspondingly small, and it will be better 
to use half-inch pipe with easy bends or large elbows 
than to depend upon filling the large pipe at the very 
beginning of the stroke. The pipe may be wound 
with woollen cloth to partially prevent radiation. 
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If there are doubts about the truthfulness of the 
diagrams taken when long pipes are used, they may be 
verified or set at rest by comparison with diagrams 
taken from one end with the indicator closely con- 
nected. It is undoubtedly true that the use of suf- 
ficient pipe to connect the two ends of the cylinder 
will have sotne efifect on the diagram, but the effect has 
been very much overstated and over-estimated. Under 
ordinary conditions it will be slight. Still, when prac- 
ticable, it is better to use two indicators, or, generally, 
to change one from end to end. This last-named plan 
is open to the objection that in automatic engines the 
point of cut-off may change while the indicator is being 
moved, or that in any engine the load may vary 
materially in the interval. This is important when it 
is desired to find the exact load upon an engine at a 
particular instant, as in the instance of a rolling-mill 
engine when the piece is passing the rolls. For such a 
purpose two indicators should be used, handled by two 
persons. 

It is convenient when adjusting the valves of an 
automatic cut-off engine to take diagrams simultane- 
ously from each end, especially when adjusting to 
secure equalized cut-off. But with many engines it is 
possible to arrange so as to conveniently note the posi- 
tion of the governor when indicating one end, and then 
compare a diagram taken from the other end when the 
governor is in exactly the same position. Where a 
large number of diagrams are taken at intervals, as in 
determining the average power developed, no error 
will arise from changing the indicator from end to end, 
even though the power be variable. While the use of 
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two or even more indicators is frequently a matter of 
some convenience, by the exercise of a little judgment 
one may be made to serve every ordinary purpose. 

PROPER SPRING TO USE. I 

Springs of different tension to suit different condi-H 
tions as to steam-prcssurc, speed, etc., should be kept 
on hand. The numbers on the springs signify that a 
vertical movement of the pencil of one inch is accom- 
plished by a pressure per square inch equal to the num- 
ber of the spring. Thus, if a 40 spring is used, a pres- 
sure in the cylinder of 40 pounds per square inch will 
raise the pencil i inch, or a pressure of i pound will 
raise it ^^ inch, and so on. For convenience in meas- 
uring pressures from the diagram, scales of pounds 
corresponding to the different springs are provided. 
But, as will be readily understood, measurements may 
be made with an ordinary scale of inches. 

For speeds commonly found in practice, springs 
numbered about one half as high as the steam-pres- 
sure employed may be used ; for 80 pounds boiler-pres- 
sure use a 40 spring, and in that proportion for other 
pressures. In cases of quite high speeds, however, it 
is often advisable to use proportionately stronger 
springs, say in extreme cases a 50 or 60, or even an 
So spring, for 80 pounds boiler-pressure. When the 
initial-pressure is materially less than boiler-pressure, 
proportionately lighter springs may be used. In re- 
spect to the strength of the spring, it is advisable to 
use one strong enough to insure a reasonably smooth 
diagram, but light enough to get a fairly large one. 

A spring numbered one half as high as the boiler- 
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pressure may be the rule, to be varied as the Judgment 
and experience of the operator shall dictate, 

CARE OF SPRINGS. 

Care should be taken not to allow the springs to 
rust. Even if nickel-plated, rust may attack them in 
spots. To guard against this they should never be 
left in the indicator when not in use; remove them, 
wipe carefully, and wrap in a piece of tissue-paper, 
well oiled. 

CLEANING AND OILING THE INDICATOR. 

After use, the inside of the cylinder of the indicator 
should be wiped quite clean and dry with a piece of 
soft waste on a stick or long pencil. It should nevei 
be put away dirty. Before use the cylinder should be 
well oiled, using oil of the best quality. A little oil 
should also be applied to the joints. 



\ 
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CHAPTER IV. 
DRUM MOTION. 



WHERE TO TAKE THE MOTION FROM. 

The motion for the paper-drum is very commoniyi 
and conveniently taken from the cross-head, reduced 
to give the length of diagram desired. In beam-en- 
gines it is frequently taken from the beam. No plan 
for reducing the motion from the cross-head is univer- 
sally applicable ; circumstances must determine what 
plan can best be employed, and good judgment used 
in getting a motion that will, on a reduced scale, repre- 
sent that of the piston. A few examples are given 
which will suggest others to suit existing conditions. 
Referring to these, in Fig. i the reducing lever a is 
pivoted overhead to a temporarily arranged plank or 
timber, which may be extended down from the over- 
head flooring, or it maybe a scantling braced from the 
top of the engine-bed to the ceiling — any arrangement 
that will present a suitable surface at the proper height. 
The segment b is made fast to the lever so that its 
semi-circumference is true with the pivot /upon which 
the lever swings, but may be set at any angle with the 
lever. The radius of b must be such as to give the re- 
quired reduction of motion ; that is, the radius should 
bear the same proportion to the length of the lever as 

; proposed length of diagram bears to the stroke 
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of engine. The radius may be readily found by multi- 
plying the length of the lever by the proposed length 
of diagram, and dividing by the stroke of the piston. 
For instance, suppose the length of diagram is to be 
4 inches, the stroke of piston being 24 inches, and the 
length of lever 40 inches : 40 X 4 = 160, which divided 
by 24 gives for radius of b 6^ inches. 

At the lower end the reducing-lever is connected by 
a short connection ^r to a pin fast in the cross-head, or 
in an angle-iron made fast to the cross-head. 

The lever a may be of any convenient length, not 
less than about one and one half times the stroke of 
the engine. The length of connection c may be about 
one half the stroke of the engine, more or less. When 
the cross-head is at mid-stroke the lever n should stand 
in a vertical position, and the connection c should, 
during the stroke of the engine, vibrate equally above 
and below a horizontal position. 

With this arrangement the cord d may be led to the 
indicator in any direction in line with the swing of the 
lever a, the piece b being moved, if necessary, to ac- 
commodate the direction ; it is evident that the mo- 
tion would not be changed except in direction, which 
is immaterial, if b were turned one half around from 
the position in which it is shown, bringing the arc at 
the top. Two cords may be led from b to as many 
indicators, if desired. 

An objection to this reducing motion is that the 
piece b must be turned true, and then will not suit 
different conditions as to stroke, etc. But if the lever 
a always bears the same proportion in length to the 
stroke of the engine on which it is used, which in the 
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majority of instances it may be made to do, then the 
same piece b will give diagrams of the same length, no 
matter what the stroke of the engine is. By leaving 
half the hole (the size of pivot or screw at /) in b it 
can be readily attached to any lever, so as to fulfil the 
conditions of being true with the pivot ; or since the 
whole of a circle will naturally be turned in making ^, 
the whole of the hole may be left in it, forming the 
bearing for the pivot. 

Another form of reducing-lever is shown in Fig. 2. 
This- is pivoted and connected to the cross-head, the 
same as that shown in Fig. i ; but the cord is attached 
to a piece e, so that a line drawn from pivot/* to the 
point of attachment shall be at right angles to the 
cord leading to the indicator when the lever a is verti- 
cal and the engine at mid-stroke. The direction of 
the cord to the indicator may be at any angle up or 
down, but must be in line with the swing of the lever. 

In Fig. 3 the lever a is slotted at the lower end, and 
works on a pin in the cross-head. The cord is attached 
directly to the lever or to a projecting screw, and must 
leave the lever at right angles to it when in a vertical 
position, and in Hne with its swing ; hence with this 
reducing motion it is generally necessary to use a small 
guide-pulley represented at g. After leaving the guide- 
pulley the cord may lead in any direction whatever to 
the indicator. The distance from pivot f to the point 
at which the cord is attached will be the same in the 
last two examples of levers as the radius of b in the 
first example, and may be found in the same way. 

All the parts of these reducing motions are repre- 
sented as made of wood. If a permanent arrange ment 
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as five inches, b.it four and one half inches is better 
practice. From this length as the extreme they may 
be taken four inches, three inches, two inches, or even 
less — according to speed and other conditions. Judg- 
ment must le used in this respect. At high speed the 
inertia of the paper-drum becomes an important factor, 
and if the attempt is made to take a full-length dia- 
gram this will in some degree affect its truthfulness. 

BEST CORD TO USE. 

The best cord to use is of braided linen, about one 
twelfth inch in diameter. It should be well stretched 
before being used, by attaching one end to something 
overhead and hanging a weight on the other end, al- 
lowing it to remain in this condition not less than 
twenty-four hours (it should not be allowed to untwist 
in being stretched) ; then go over it with a piece of 
bees-wax and afterward with a piece of wood with a 
notch in it, keeping it well stretched at the time.- When 
thus treated, it may be wrapped in paper and laid in 
the box for future use. It will be found not liable to 
stretch, and will not be readily affected by water or 
steam. So much wax should not be used as to make 
the cord stiff and unwieldy. 

If a steel hook or ring is used for connecting with 
the hook on the indicator it should be quite light, or it 
may cause the cord to " throw." 
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CHAPTER V. 
TAKING THE DIAGRAMS. 

ADJUSTING THE LENGTH OF THE CORD, 

The indicator may be swung around one way or the 
other, and the piece carrying the guide-pulleys at the 
lower end of the drum may be moved so as to lead the 
cord fairly. After fastening the hook, or making a 
loop, so that the cord is presumably the right length, 
take hold, of the end of one cord with each hand, 
letting one follow the motion of the reducing-lever, 
keeping the cord taut, and with the other pull the 
drum around from one stop to the other, observing if 
the cord needs lengthening or shortening to insure the 
drum travelling about as near to one as to the other. 
Having lengthened or shortened the cord, if necessary, 
hook the two cords together and note if the motion is 
smooth. 

ADJUSTING THE PAPER AND PENCIL. 

The paper should be so placed on the drum that the 
clips hold it stretched quite smoothly and evenly, 
otherwise the diagram will be distorted and worthless. 
Sharpen the pencil to a smooth fine point; a piece of 
fine sand-paper is best for this purpose. Adjust the 
pencil-stop so the pencil will bear no harder than just 
sufficient to make* a plain mark: harder than this 
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CHAPTER VI. 
READING THE DIAGRAM. 



RE TRACE^^^I 



ABSOLUTE INFORMATION CONVEYED BY THE FIGURE 

Having taken the diagram, the next consideration 
is how to read it. The figures traced by the pencil 
will vary widely under the different conditions of dif- 
ferent engines from which the diagrams are taken, or 
from the same engine under different conditions; and 
it is necessary to know how to interpret these vari- 
ations — to reason back to the cause that produces the 
effect. The only absolute information the diagram 
conveys, whatever its form, is the pressure in the cylin- 
der of the engine. All the other information to be had 
from it comes through processes of reasoning. 

Knowing that the pencil will at all times stand at a 
height corresponding to the pressure in the cylinder, 
and that the length of the diagram will, on some scale, 
represent the stroke of the engine, it will be readily 
understood that if steam of full boiler-pressure was ad- 
mitted to the cylinder at the beginning of the stroke, 
and maintained to the end ; if then all the steam was 
instantly discharged and the piston returned against 
the pressure of the atmosphere if the engine is non- 
condensing, or against no pressure if condensing — the 
figure described by the indicator-pencil would be a rect- 
ngle, the height of which would represent tltc pre» ^ 
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sure of steam in the boiler, and tlie length the stroke ] 
of the piston. If it were possible it is not desirable j 




that the construction of the engine should be such as 
to produce this diagram. Yet such a diagram would 
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represent some good features — better than are obtained! 
ill practice. But it would show a lack in one essential I 
feature; that of taking advantage of the expansive ] 
property of steam. 

NAMES OF THE DIFFERENT LINES OF THE DIAGRAM. 

Fig. 4 represents a diagram from a non-condensing 
automatic cut-ofT engine. A is the atmospheric line. 
This line, though traced by the pencil of the indicator, 
has no connection with the conditions existing in the , 
cylinder of the engine. It is drawn, as previously ex- ! 
plained, when the indicator-cock is turned so as to | 
close the communication between the indicator and | 
engine cylinders, and with atmospheric pressure on | 
both sides of the indicator-piston. It is of the first j 
importance to establish this line correctly; it is the 1 
neutral line of the diagram, and from it all pressures J 
above and below it must be determined. 

F'is the line of perfect vacuum, or no pressure : this I 
line is drawn by hand at a distance below A equal, by I 
the scale of the spring, to the pressure of the atm03- J 
phere. When this pressure is not known, it is at ordi- ' 
nary altitudes assumed to be 14.7 pounds per square 1 
inch. This is about the average pressure at the sea- I 
level; at high altitudes it is materially less. 

DE is the admission-line, so called because its begin- 
ning, D, represents the point in the stroke of the en-.J 
gine at which the steam-valve begins to admit steantl 
to the cylinder.* 



'The terms ''steam -valves" and "exhaust-valves" are, 
venience, used wilhuut leference to whether the engine Las gne o| J 
fplir Tolvc;. 
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EF IS the steam-line, considered as beginning at the 
point of positive change in direction of the admission- 
line, as at E, and terminating at the point of cut-off, F. 

The expansion-line, FG^ is traced after admission of 
steam to the cylinder has ceased, the pressure falling 
by expansion while the piston is travelling a distance 
represented on the diagram by the distance horizon- 
tally from F to G, 

The exhaust-line begins with the opening of the ex- 
haust-valve at Gy and continues to the end of the for- 
ward and beginning of the return stroke. 

HI is the line of counter-pressure, beginning with 
the return stroke and continuing to /, at which point 
the exhaust-valve is closed. 

The compression-line begins at / and continues to 
/?, the pressure rising as the steam remaining in the 
cylinder is compressed into less volume, substantially 
as it fell with the increase of volume during expansion. 

This designation of lines is to a certain extent con- 
ventional, and is adopted more for convenience than 
for exactness of expression. The admission-line, for 
instance, might properly enough be considered as con- 
tinuing from the time of opening till that of closing of 
the steam-valve, and the exhaust-line from the open- 
ing till the closing of the exhaust-valve ; but they are 
more conveniently referred to when further divided, as 
noted. 

The beginning and termination of some of these 
lines are called points, and their continuation periods 
in the stroke of the piston. Thus F represents the 
point of cut-off and FG \\\^ period oi expansion. 
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DATA NECESSARY AND USEFUL. 

The names of the lines of the diagram are the 
alphabet, as it were, by which it is read. As a further 
aid in comprehending it several things having reference I 
to permanent and accidental conditions should be ' 
known. Those more particularly essential are noted 
on page 25. Diagrams are often practically worthless I 
because so little is known about the conditions under 1 
which they were taken : hence the data should be I 
made as complete as practicable. When this is doi 
their study is pleasant and profitable, showing, by 
comparison, the effect of different construction and 
operation. 

THE USE Of THE INDICATOR FOR ADJUSTING VALVES. 

One of the uses of the indicator, and an important J 
one, is in adjusting the valves of all classes of steam- 
engines. However carefully valves may be adjusted I 
when the engine is not under steam, expansion, and 
perhaps some springing of parts, will cause derange- 
ment — sometimes serious — when the engine is work- 
ing. In many engines having automatic valve-gear 'I 
derangement by wear of soine of the parts is likely to f 
bring about improper and expensive action ; in fact in J 
any engine derangement will always occur by the ^ 
wearing of parts. In all such cases the indicator is a 
ready means of locating the trouble. Builders do not 
consider their engines completed until the final adjust- 
ment of valves by the use of the indicator ; users can- , 
not be assured that their engines are working economi- ' 
caliy except by the regular use of this instrument 



ressk beiagapair ot d i^ i aam luatUr to thttse repre^ 
seated in F^. 5. la F^. 4 tbe adnussKOi-iMC is \xtti' 
cal, filiovii^ xiat tbe steam-valve ofieaed suSicicnily 
to admit steam to fill the cleanncc-«pace at about 
bo3er-pressiire before the piston b^an its slrc^kr. In 
A, Fig. 5, the admission -liiii: is incliccij i:i ihc diivVtion 

rot the stroke of the piston. Wc slioiilil infi-i' tlmt ^\\t^ 
valve began to admit steam just an the i>i«loii Ixiyan It* 
forward stroke, instead of, as is the more ciiiniiKtn 
practice, just before the termination of tlie rcliini 
stroke. Just bow far tbe piston Imh moved buforo full 
pressure is admitted may be readily dtilurmilU'd. 
Measuring the distance at a it is i inch, and tho ktlfiih 
of the diagram is 2g inches -, i inch i« ^f P'lrt lit 7f 
inches, so the piston has made ^ part of il» ntfolffl «p 
to the point of full admission. If the ttrolM it, §»y, 
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12 inches, the piston has moved ^ inch up to this 
point. 

Generally prompt admission, as in Fig. 4, is favored 
by engineers, the argument being that the cylinder and 
piston having been cooled during exhaust the exposed 
surfaces should be heated as early in the stroke as 
practicable. On the other hand, it is reasoned by those 
who favor late admission, that, while the crank is at 
and near the dead centre pressure against the piston 
will have no effect to turn the shaft, but on the con- 
trary will create friction on the pins and main Journals, 
which tends towards preventing its turning; for this 
reason they advise that the pressure in the cylinder be 
kept low at this time. 

There is reason in both these arguments. The 
writer does not believe there is much of either loss 
or gain in admission that is a trifle late,* and would 
always make it such as seems to bring about the best 
conditions otherwise. When the ports are small or 
when the clearance is large late admission may result 
in a low steam-line (low compared with boiler-pres- 
sure), which is a condition unfavorable to economy; in 
such cases the valve should have lead. In other cases 
it may or may not have lead, according as the engine 
runs smoother with or without it. 

Referring to B, Fig. 5, from the other end of the 

* These terms are used in accordance with the custom of speaking 
of lead as the extent of the opening of the steam valve, in the tine of 
its travel, with the crank is on its dead centre; early admission, sncb 
as results in an admission-line as in Fig. 4 ; lack of lead, no opening 
ot Bteam-valve until the piston has commenced its forward stroke; 
and late admission, as in A, Fig. 5, the result of lack of lead. 
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cylioder, it «-ill be s«en that conditions contnir>- to 
those in A exist; that the steam-\*alve on this end 
opens considerably before the end of the rclum stroke. 
(By fonr^rd stroke, that stroke of the piston in which 
steam is admitted to the end of the cylinder under 
consideration is understood ; by return stroke, its 
stroke in the opposite direction.) The lead is exces- 
sive on this end. Equalizing the lead will make it 
about like that in Fig. 4 on both ends. If both dia- 
grams were like A, the eccentric should be advancetti 
to bring this about ; if like B, it should be moved bai 
to reduce the lead. 



EARLY AND LATE EXHAUST-CLOSURE. 



Ay Fig. 6, shows too much compression. By early 
exhaust- closure the pressure behind the piston is in 
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creased, until before the completion of the return stroke 
it is higher than that in the steam-chest ; then when 
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the steam-valve opens the pressure falls, making a loop; 
in the diagram. The remedy for this is to bring about!! 
later closure of the exhaust-valve. Modern practice 1 
largely favors, when practicable, an exhaust-closure 
that will compress the imprisoned steam to about two 
thirds as high as initial pressure. Fig. 4 shows com- 
pression to that extent, and is about right. 

The argument in favor of compression is, that it fills | 
the clearance-space with steam that would otherwise j 
be wasted, and thus effects a direct saving of steam,.] 
which is true to a certain extent ; also, that it tends to J 
smooth running, which is equally true. There is al-1 
ways some looseness in tlie main journals and connecM 
ing-rod boxes, and this if taken up suddenly, ; 
when steam of high pressure is instantly brought to act! 
on the piston, produces a jar or pound. If the ck-J 
haust-valve is closed at the proper time in the stroke,! 
the pressure on the exhaust side of the piston increasesB 
till it equals and then becomes greater than the pres-J 
sure urging the piston along: this comes about so.| 
gradually that the tendency is to take up what lost 
motion there may be in the same gradual manner. 

Increasing compression will not always stop pound-l 
ing in an engine; but when it is quite low, im 
it will generally have an effect that way. Some «!•] 
gines run satisfactorily, so far as jar is concerned, with] 
little or no compression. To be of much se 
bringing about smooth running, compression should* 
be carried to a higher point than the pressure in the^ 
other end of the cylinder at the termination of the 
stroke. If we suppose the diagram from the other end 
of the cylinder to be a duplicate of that shown in Fig. 
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4, then the pressure at the end of the compression-line, 
as at D, should be higher than at G, If the pressure 
IS enough higher at D than at the end of expansion to 
have gradually overcome the forward pressure, and 
the momentum of the reciprocating parts, all will have 
been done that can be by compression to insure still 
running. To insure an arresting of tendency to mo- 
tion in one direction and a tendency to motion in the 
opposite direction of the reciprocating parts, the pres- 
sure, except in the case of low speed, must be materi- 
ally higher at D than at G. 

In B^ Fig. 6, the exhaust-valve closes too late. There 
is no compression, showing that the exhaust is open 
until the end of the stroke. The exhaust-valve should 
be made to close earlier in B and later in A, 

EARLY EXHAUST-OPENING — BACK-PRESSURE. 

Moderately early exhaust^pening, as represented at 
G, Fig. 4, gives time for the escape of steam before the 
piston begins its return stroke, and assists in keeping 
the back-pressure low. As the piston gets near the 
end of its stroke, pressure on it is nearly all, then en- 
tirely, spent in creating friction : so it is always advan- 
tageous in this respect to open the exhaust before the 
end of the stroke. It is very seldom that diagrams 
from stationary engines are seen which represent actual 
loss from too early exhaust-opening : very frequently 
diagrams that represent a loss of from one to five 
pounds in back-pressure from late exhaust are met 
with. The matter of exhaust opening and closure is 
only to a limited extent in the hands of the engineer, 
as it is largely controlled by the designs of the builder. 
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The engineer frequently finds himself obliged to c 
promise as between too much tendency to pound an<S 
a loss from back-pressure. 

The back-pressure in a non-condensing engine, 
resented by the distance apart of the atmospheric lini 
and the line of counter-pressure, varies with the c 
struction of the engine, the speed at which it runs, and 
the adjustment of the valves, and to a considerable 
extent with the pressure in the cylinder at exhaust- 
opening. Sometimes it is as little as one-half pound 
— even less ; but two pounds is nearer an average. 
Excessive back-pressure may be caused by small ports,— 
small exhaust-pipe, or tortuous passages. Late 
haust-opening, as previously referred to, tends to i 
crease back-pressure ; the presence of water in 
cylinder has the same tendency. 



WAVY LINES — SERRATED LINES. 

The wavy lines of Fig. 7 result from natural causes — ^1 
from high piston-speed, reaction of the spring, and! 
momentum of the reciprocating part.s of the indicatorJ 
When the waves are symmetrically rounded and notj^ 
too intense — not much more so than in Fig. 7 — theyd 
not materialiy affect the truth of the diagram. Whenj 
the undulations are considerably more intense than ifb 
this figure, the remedy is to use a stronger spring, andfl 
sometimes to shorten the motion of the paper-drum. 

Serrated lines, as in Fig. S, are evidence of undue| 
friction in some of the parts of the indicator, and i 
the diagram worthless. Sometimes when the instn 
ment is new the piston maybe a trifle tight — so mucl 
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SO as to stick in the cylinder. The remedy is to attach 
the indicator to an engine (not connecting the drum- 
motion), and, keeping all parts well oiled, let it work 




»f an hour or two. If the instrument is not new, it 
requires cleaning and oiling, and an examination to see 
hat there is no derangement of parts. 



38 INDICATOR PRACTICE. 



CHAPTER VII. 
HEAT— THE EXPANSION OF STEAM. 

HEAT. 

We speak of the consumption of steam by the 
steam-engine, but behind this is the well-known fact 
that a certain amount of steam represents a definite 
amount of heat. Heat is converted into work, — mo- 
tion against resistance, — steam being the medium.. 
This heat appears in tangible form in the furnace : a 
portion of it is transferred to the water in the boiler, 
some of it escapes through the chimney, and some 
of it warms the surrounding air. Of the heat that 
is utilized in making steam, some is lost before it 
reaches the cylinder, some by radiation from the 
cylinder, and some is transformed into the work of 
moving the piston against the resistance it encounters. 
But the greater part of it finds its way out of the 
cylinder with the exhaust-steam, into the condenser or 
the atmosphere. It is not possible, in the light of pres- 
ent knowledge, to realize as motion in the machinery 
more than a small percentage of the heat that appears 
in the furnace; economy in steam-engineering consists 
in part in making this percentage as large as prac- 
ticable. 

HEAT OF COMBUSTION OF COAL. 

The heat of combustion of one pound of coal of 
good quality is I4,5CK) heat-units, each equivalent to 
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772 units of work. If then the heat of combustion of 
one pound of coal could be employed in raising a 
weight of one pound, it will raise it a distance of 
14,500 X 772 = 11,194,000 feet, or more than 2000 
miles ! We may very readily see what proportion of 
this work is done in the steam-engine by the heat 
from one pound of coal burned in the furnace. Sup- 
pose this pound weight to be raised to the height 
named in one hour. A horse-power is 33,000 pounds 
raised one foot high in one minute = one pound raised 
33,000 feet in the same time, or 1,980,000 feet in one hour. 
Then 11,194,000 -^- 1,980,000= 5.65 horse-power ex- 
erted for one hour will raise this weight. It is an 
exceptionally good steam-engine that will develop a 
horse-power per hour with the consumption of 1.75 
pounds of coal ; and with such an engine to do work 
equal to raising this one pound weight 11,194,000 feet 
would require 5.65 X i-75 == 9-88 pounds of coal, about 
10 per cent of the heat of combustion being made to 
do useful work in the cylinder. 

BOILER DUTY. 

When coal is burned by natural draught in the 
furnace of a boiler from 18 to 24 pounds of air must 
be admitted for each pound of coal burned. To 
maintain the necessary draught, the gases must enter 
,the flue at a temperature of from 400° to 600°, carry- 
ing with them considerable heat. The heat passing 
off through the chimney, lost by radiation from fur- 
nace, etc., and by unconsumed fuel, may be taken 
under favorable conditions to be 30 per cent of the 
heat of coal : it is seldom less than this, and frequently 
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much more. The heat transferred to the water is'B 
then about 70 per cent, or 14,500 X -70 — 10,150 heat \ 

units per pound of coal. 

THE CONVERSION OF WATER INTO STEAM, 

Assume one pound of water at a temperature of 40" 
to be converted into steam of the pressure of the at- 
mosphere. To bring this water to a temperature of I 
212°, the boihng-poLnt, there must be added 212 — 40 \ 
= 172 units of heat.* If the heat is continued and 
the steam allowed to pass freely into the atmosphere 
965,7 more units of heat must be added, making . 
altogether 1137,7 heat -units imparted to the pound 
of water. These 965.7 heat-units are the latent heat ] 
of steam at atmospheric pressure. The latent heat of 
steam at other pressure may be found from Table II,, 
as explained in the text immediately following the I 
table. 

If steam of 100 pounds pressure is to be generated 
in a boiler, we find from the table that it will contain 1 
1213.8 heat-units per pound. If the water is heated, 
as in a feed-water heater, to 160", there must be im- 
parted to it 1213,8 — 160 = 1053.8 heat-units. Then 
the 10,150 heat-units mentioned in a preceding para- 
graph would evaporate 10,150 -j- 1053.8 = 9.63 pounds 
of water. This result is considerably above the average, 

* This is not Blriclly correcl, because aa the temperature of the water \ 
is increased above 40'' the addition of a unit of heat will raise its tem- 
perature slightly leas than one degree ; but the decrease is so slight, 
amounting altogether to leiis than one degree from 40° 10 2i2°, it need j 
not be considered. For all ordinary purposes we may calculate that if 
we add one heat -unit to a pound of waler below 312" it will inci 
tonperature one degree. 
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THE EXPAXaOX OF STEAM ^MARIOTTE*S LAW, 

Steam expanding in the c>'linder of an engine doing 
work follows with reasonable exactness the law of 
gases known as Mariotte's law, the pressure varj'ing 
inversely as the volume. According to this, if steam 
of 80 pounds absolute pressure per square inch is ad- 
mitted to the cylinder of a steam-engine for one half 
the stroke, neglecting clearance for the time being, the 
pressure at the end of the stroke w^ill be 40 pounds; 
or if the steam follows one-quarter stroke, the pressure 
at the end of the stroke will be 20 pounds; etc. In 
the first-named instance there is a pressure against the 
piston of 80 pounds, absolute, per square inch for one 
half the stroke, and for the other half the pressure 
varies from 80 pounds to 40 pounds. In the second 
instance the pressure is 80 pounds for one quarter of 
the stroke, and for the remaining three quarters it 
varies from 80 pounds to 20 pounds. What we want 
to know is the mean pressure for the entire stroke. 
This may be calculated very readily by the aid of 
Table III. Such calculations are useful in estimating 
the probable power that may be had from an engine 
of given dimensions and at different ratios of expan- 
sion. 

Suppose it is required to find the mean pressure of 
steam of 100 pounds absolute pressure, cut-off at 6 
inches in a cylinder, the stroke of the piston of which 
is 24 inches : 24 -7- 6 = 4, the ratio of expansion. 
This (4) will be found in Table III., under the heading 
Number, and opposite it is 2.386. Multiply this by 
the steam-pressure 2.386 X 100 = 238.6. Divide this 
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by the ratio of expansion, 238.6 -=- 4 — 59.65, the mean | 
pressure in pounds per square inch of steam of ico 
pounds absolute pressure cut off at one-quarter stroke. 



RL'LE rOR FINDING 



AN PRESSURE Or EXPANDING 



From the foregoing example the following may be 
deduced: To find the mean pressure of expanding 
steam, multiply the hypcrbohc logarithm -|- i of the 
number representing the ratio of expansion by the 
absolute pressure at cut-off, and divide the product by 
the ratio of expansion. 

To find the ratio of expansion, divide the stroke in 
inches by the number of inches of the stroke com- 
pleted when steam is cut off. 

To be exact in calculating the mean pressure from 
the table, the clearance must be taken into account. 
Thus, if in the example the clearance had been such 
as in effect to add three qiiarters of an inch to the 
length of cylinder on each end, this must be added to 
the stroke of piston, and also to the distance the 
piston has moved before cut-off: 24 + .75 = 34.75, 
6 -|- -75 = 6.75, and 24.75 ^ 6-75 = 3'6, the ratio of 
expansion. From Table HE. the hyperbolic logarithm 
-|- I of the number 3.6 is 2. 281, which multiplied by 
100 is 228.1, and this divided by 3,6, equals 63.36 in- 
stead of S9.65, as before. 

As calculations of this kind are made for approxi- 
mate results only, it is not generally necessary to take 
note of clearance, unless it is large, or unless the cal- 
culation is made for quite early cut-off; it may be as- 
sumed that what will be gained by clearance will be 
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lost by failure to realize boiler-pressure in the cylinder^ 
and by fall of pressure before cut- off. 

From the mean pressure as found in the preceding 
example not less than i6 pounds absolute back-prcs- 
sure should be deducted for a non condensinjj cncino, 
and not less than 3 pounds for a condensing^ cnj^inc. 
If there is much compression, a further deduction must 
be made, according to conditions. 

ECONOMY OF EXPANSION. 

As will be seen by reference to Tabic IL, the weight 
of a given volume of steam varies nearly as its pres- 
sure; that is, a cubic foot of steam at 40 pounds pres- 
sure weighs approximately twice as much as the same 
volume at 20 pounds pressure. As the weight of 
steam represents the weight of water that must be 
evaporated to produce it, the lower the terminal pres- 
sure at exhaust-opening in a given cylinder the less 
the amount of water exhausted as steam. The mean 
effective pressure is a measure of the work done in the 
cylinder by the steam; hence it is plain that economy 
in the use of steam in a steam-engine consists in part 
in making the mean effective prossun? large and the 
pressure at exhaust -opening sniall n:<'tting a good 
deal of work and exhausting a small (juantity of slcam. 
This is done by working steam expansively, by cutting 
off the supply when the piston has made a part only 
of its stroke, and then getting work from the expand- 
ing steam to the end of the stroke. In tlic preceding 
example it was seen that with steam of 100 pound» 
absolute pressure, cut off at one quarter stroke, the 
mean pressure will be about 60 pounds. This i.H ob- 
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taiiied by filling the cylinder only one quarter full of i 
steam. If the entire cylinder had been filled the mean 
pressure would have been only loO pounds. This in- 
dicates the direction in which saving is effected, but 
not the degree of saving. In practice, condensation in 
the cylinder, and otlier causes, prevent the full theo- 
retical gain from expansion being realized. But the 
gain is an important one. 

The foregoing will naturally lead to the conclusion 
that in considering diagrams from cut-ofi engines we 
shall expect in a good one to find the initial pres- 
sure high compared with the bolter-pressure, the steam- 
line reasonably straight and cut -oil sharp, because 
these all tend to bring about high mean effective and 
. low terminal pressure ; also, that whatever tends to 
make the terminal pressure higher than it should be 
represents waste of steam. 



I 



THE ECONOMY OF HIGH PRESSURE. 

A brief consideration of the subject will show why 

the use of high-pressure steam is economical. Taking 

for example an engine working without expansion, 

and for simplicity assume that there is no clearance. 

Assume the engine to be working non-condensing, and 

the total back-pressure to be 15 pounds — f^ pounds 

above atmosphere. If in this cylinder steam of 20 

pounds absolute pressure is used, the mean effective 

pressure is20— 15 = 5 pounds. Suppose the cylinder 

to have a capacity of one cubic foot. We are using, then. 

^L at each single stroke of the piston one cubic foot of 

^B steam of a pressure of 20 pounds. In Table II. the 

^B weight of a cubic foot of steam of this pressure is found 
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to be .0511 pound, and the heat-units per pound 
1 183.5 ; hence the cubic foot of steam from which the 
mean effective pressure of 5 pounds has been obtained 
contained 1 183.5 X .0511 = 60.5 heat-units. 

Instead of steam of 20 pounds pressure, let steam of 
ICXD pounds be used. The mean effective pressure is 
100— 15 = 85 pounds. The weight of a cubic foot of 
steam of 100 pounds pressure is .2330 pound, and one 
pound contains 12 13.8 heat-units. Then, as before, 
1213.8 X .2330= 282.8 heat-units used. 

In the first instance, 60.5 -^ 5 = 12.I heat-units are 
required for each pound mean effective pressure ; in 
the second, 282.8 -^ 85 = 3.3. 

The reason for this wide difference in either instance 
is that the greater part of the total heat of the steam is 
still in it at the pressure of exhaust (15 pounds), and 
this is all thrown away. It is only from the heat that 
is added above exhaust pressure that any can be con- 
verted into useful work. As the pressure is increased, 
a greater per-cent of the total heat is, as will be 
readily understood, available. If the piston would just 
move without any effect from the steam, we might go 
on throwing away a cylinderful at 15 pounds pressure 
at each half-stroke of the piston, without doing any 
work whatever. 

A clear conception should be had of the fact just 
referred to, that a large proportion of the heat that 
goes into the steam used in a steam-engine is required 
to raise it to the pressure at exhaust, at which pressure 
no work can be done with it. 

The most satisfactory illustration of the econpmy of 
the use of high-pressure steam in a cut-off engine is by 
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means of the diagram. Fig. 9 shovs it graphically. 
Tliis is, so far as bounded by the full lines, an actual 
diagram ; above it has been plotted the shaded part 




precisely as if the whole was a diagram taken at higher 
steam-pressure. The terminal pressure at t — that is, 
the pressure of the steam when we are through using 



it, — ^is not crjiy^^fd : re rci ttc ccr.cl^ie thii, 50 fir Ji5 irtc 
can judge by the iii^in. the xrork represscrtcyi by :hc 
shaded pc«n:::: c:--Ii be cr-e for r.rthing.* 

This sub-ect is zr. i^ir^riir.t or.e: funher rc:Vrcr,v^ 
to it will be found ur.der the bead o: StcAnvEnc--^ 
Economv- 

* This is on ibc ass^mpi'C'C :!*: stein: expAn^is as nfpnr^en;e\5 in 
Chap. VII. If ihe resi:'.: were wcrkt^i cu: from. Tible 11. i: woutd l< 
slightlj dxffereni. B::: we do so: knov v::h cen^niT ihai it wouM 
be any nearer correct- For all p rac::cA'. purposes ihis pnpseniAiion 
may be accepted, and :n a!I considers: ion of dia«:ran)S ih.it toilotr 
steam will be supposed to expand according to Mariottc*s Uw. 
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CHAPTER VIII. 
COMPUTING THE HORSE-POWER. 



FINDING THE t 



■ EFFECTIVE PRESSURE. 



For measuring from the diagram the mean effec-| 
live pressure, we may consider that the upper line- 
that is, all the inclosing lines of the figure that are I 
traced while the piston is moving ahead — represents 1 
the pressure moving it, and that the opposing force is I 
represented by the lower line traced while the pistol 
is returning. A little reflection will show that the! 
opposing force is actually represented by the lower! 
line of a diagram simultaneously taken from the otherJ 
end of the cylinder, but no error will arise in the pro-M 
cess of finding the mean effective pressure byconsider-J 
ing the diagram from each end complete in itself. 
What we want is to measure the mean or average dis- 
tance apart of the upper and lower line of the diagram 
by the scale of the spring used: this will be the mean 
effective pressure — a factor in calculating the indicated 
horse-power. This is all that is required, except where 
expansion is carried so far that the expansion-line 
crosses the line of counter-pressure, or when compres- 
sion is carried to such an extent that a loop is formed 
at the termination of the return and beginning of theJ 
forward stroke. An instance of the kind first men* 
tioned — which is only likely to be met with in the cas 
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of a non-condensing engine cutting off short, as when 
lightly loaded — is represented in Fig. ii, page 50 ; the 




second mentioned, of still rarer occurrence, is repre 

sented in Fig. 6, page 33. 

The amount of work done on one side of the piston 
may differ materially from that done on the other 
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side, and almost invariably does differ to some extent. 
For this reason, in finding the horse-power developed, 
it is necessary to measure diagrams from both ends of 




the cylinder, when the average mean effective pressure 
of the two will be that required. 

Altogether, the most accurate and expeditious way 
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to measure the mean effective pressure represented by I 
the diagram is by means of the planimeter, or averag- 
ing instrument; but as such an instrument is not aU | 
ways at hand, it may by careful worliing be very a 
rately done by dividing the diagram into a number of 1 
equal parts, say ten, as in Fig, 10, measuring the height I 
of each division, adding these measurements together, f 
and dividing the sum by the number of divisions. The I 
only reason for malting the number of divisions 10 is I 
for convenience; some prefer to make the number! 
20, as tending to greater accuracy. The height of^ 
each division can be measured by a scale of pounds, \ 
the measurements added together and divided by 10, 1 
the result appearing in pounds; or the measurements J 
can be made by xx scale of inches, the sum multiplied ■ 
by the scale of the spring, and divided by 10, giving i 
the result as before. As tending to greater accuracy, 
however, it is advisable to make the measurements- 
continuous. For this purpose a strip of paper is used, 
which is carried from one division to another, the I 
measure of each being pricked or marked beyond the J 
preceding one, so that the distance from the end of the j 
strip to the last mark will represent the sum of the 10 \ 
measurements. 

In Fig. 10 this distance is 7.075 inches, the number \ 
of divisions 10, and the scale of the indicator-spring, j 
40; hence the mean effective pressure is 



7.075 X 40 



= 28.3 pounds. 
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TFE HORSE-POWER. 



The data required to find the indicated horse-power 
from a pair of diagrams are: The diameter of cyhnder, 
stroke of piston, diameter of piston-rod, revolutions 
per minute, and scale of indicator-spring. In this in- 
stance the diameter of cyhnder is 18.3 inches, stroke 
of piston 42 inches, diameter of piston-rod 3^ inches, 
?evolutions per minute 72, and the scale of spring i" = 
40 pounds. The mean net area of the cylinder (the 
total area less one half the area of piston-rod) is 259.18 
inches, and the piston-.speed 504 feet per minute; so 
that if the mean effective pressure of the diagram from 
the other end is the same as this, the indicated horse- 
power is 

259.18 X 2S.3 X 504 ^ JJ2 

33,000 ~ 

Fig. II represents a case in which the pressure falls, 
by expansion, below the line of counter-pressure, cross- 
ing the latter at 0, from which point to the end of the 
stroke it is plain that the pressure urging the piston 
forward is less than that resisting its progress. To get 
the mean effective pressure in such an instance, it is 
evident that the resistance indicated by the part M oi 
the diagram must be deducted from the fonvard pres- 
; indicated by the part N. This is conveniently 
done by measuring the combined height of the 4 
divisions included in N, similar!^ measuring the 6 
divisions of M, and subtracting the latter from the 
former. The combined height of the 4 divisions of 
N is 2|", and of the 6 divisions of M \": then 2|" — -J" 
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■= l\", which multiplied by 40 and divided by 10 gives 
a mean effective pressure of 7 pounds. 



PRECAUTIONS IN MEASURING THE DIAGRAMS. 

It should not be inferred that measuring the divi- 
sions of the diagram at their centres, as on the broken 
lines, will always be correct. It would be more nearly 
true to say that it will never be correct. It is the 
mean height of each division that is required, and the 
eye will generally determine whether this will result 
from measuring at the centre. In Fig. 10, measuring 
the height of the 10 divisions on the centre (broken) 
lines will give a mean effective pressure of 28.81 
pounds, or about \ pound too much; and in Fig. 11 
it will give 6,5 pounds, an amount too small by more 
than 7 per cent. Why this is so will be better under- 
stood by an examination of the first and second divi- 
sions of Fig. II, in each of which it is evident that the 
parts r' that ought to be measured, but are not in- 
cluded in a measurement on the centre line, are not 
equal with the parts r that arc measured, but ought 
not to be. An examination of other divisions of both 
Figs. 10 and 11 will afford additional evidence that the 
practice of drawing the centre lines only and taking 
their measurements as conclusive is likely — almost 
certain— to lead to error. By drawing the boundary 
lines as well as the centre line of each division, then 
when any doubt exists, drawing the short horizontal 
lines (as near r, r'), the spaces r, r' can be compared 
by the eye, after a little practice, with great exactness. 
Additional short horizontal lines can be drawn above 
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or below these to indicate the point to which to meas- 
ufe to equalize the spaces, or where the case presents 
difficulties a division can be subdivided any number of 
times, and the height averaged in a way similar to that 
in which the height of the diagram is averaged. 

HORSE-POWER FOR ONE POUND MEAN EFFECTIVE PRESSURE. 

When a number of diagrams are to be calculated, the 
horse-power for one pound mean effective pressure 
may be computed, and this multiplied by the mean 
effective pressure of the different diagrams will give 
the horse-power of each. It is simply a shorter way 
to deal with several diagrams. Thus in the preceding 
instance the horse-power for one pound pressure would 
be 

259.18 X I X S04 



33,000 



= 3-96, 



which multiplied by the mean effective pressure — 3.96 
X 28.3 =L 212 — gives the horse -power the same as 
before. 



I 
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CHAPTER IX. 
THE THEORETICAL CURVE. 

REASONS FOR ESTABLISHING IT. 

If there were neither loss nor gain of heat by the 
steam in the cylinder of a steam-engine, nor leakage 
of the piston or valves, or other disturbing causes, the 
expansion-curve that would be traced by the indicator 
could be predetermined very nearly. But because 
there is a loss of heat, and because the piston and 
valves are in practice never absolutely tight, the ex- 
pansion-curve departs in a degree, greater or less, from 
the curve that would be established from theoretical 
considerations alone. For the purpose of determining 
the extent of this departure the theoretical curve is 
drawn upon the diagram and compared with the actual 
expansion-curve. The curve most commonly employed 
fur this purpose is that of the hyperbola — the Mariotte 
curve. From what was said in Chapter VII. it will be 
understood that this curve is not the one that would 
be traced by the indicator under absolutely perfect 
conditions in the cylinder of the engine, but it is near 
enough so for all practical purposes, and its close ap- 
proximation by the diagram is, to a certain extent, 
evidence of good practice and conditions. But, as 
will be explained further on, this should not be blindly 
taken as being so, as it may indicate quite the reverse 
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of good conditions. To state it in another way, whert'l 
the actual and theoretical curves are found to agree J 




substantially, it is strong presumptive evidence of good \ 
conditions. 

It is only necessary for the establishment of thit 
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curve to consider that the pressure o[ steam varies ii 
verseiy as its volume, or the space it occupies, from 
which consideration any desired number of points in ] 
the curve can be readily determined. Since all pres- J 
sure must be measured from vacuum, and the clear- 
ance must be considered, the line of vacuum, i^(Fig. 12), 
and the clearance line, C, are laid off, the former at a 
distance below the atmospheric line representing by 
the scale of the indicator-spring 14.7 pounds, and the 
latter at a distance, k, from the beginning of the dia- 
gram, representing the added length of the cylinder 
that would equal the capacity of the clearance-space 
on one end. Suppose, as in the present instance, the 
clearance-space (which must include all the space that 
will be occupied by steam with the piston at the end 
of the stroiie) is found to equal 4 per cent of the 
piston -displacement, which is represented by the 
length of the diagram ; the distance, h, will then be 4 
per cent of that length. 

There are different ways of establishing points in this 
curve, one of which is as follows: Draw on the dia- 
gram vertical lines, starting from the clearance-line, an 
equal distance apart, and number them as shown. In 
spacing these lines it is not necessary to pay any at- 
tention to coming out even at the end of the diagram ; 
one or more lines, as 16, may be quite beyond the 
diagram. Generally speaking, the more numerous the 
lines the more easily and accurately the curve may be 
drawn, but beyond this the number of lines is quite 
immaterial. 
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POINTS FROM WHICH TO DRAW THE THEORETICAL 

The theoretical curve may be drawn from any point ■ 
in the real curve, the only precaution necessary being 
to select a point at which it is known that the steam 
and exhaust valves are closed. Generally it is better 
to draw the curve from a point representing a piston 
position either Just before the exhaust-valve opens, or 
just after the steam-valve has closed. In Fig. 12 the 
curve is drawn in broken lines from both these points. 
Selecting some point, as where the 14 line crosses the ' 
real expansion-curve, measure the pressure from vacuum 
up to this point. The scale of the spring is 40, and the 
pressure is 18 pounds. The number of volumes is, ac- 
cording to the unit adopted and represented by the dis- J 
tance apart of the vertical lines, 14; hence to find the.I 
pressure on any other line, multiply this pressure by ^ 
the number of the line, and divide the product by the 
number of the line upon which it is desired to deter- 
mine the pressure. Thus 18 X 14 = 252, which, divided 
by 5, equals 50.4 pounds, the pressure to be set off on 
line 5. By setting off the pressures on all the lines 
and connecting the points, as shown, the curve is es- 
tablished. 

Sometimes, near the point of cut-off, it will be found 1 
difficult to connect the points satisfactorily. When 'j 
this is the case, another line, as 3^, may be drawn, and 
another point in the curve set off. In drawing the ■ 
curve from the intersection of hne 3, the same general ' 
plan is to be pursued ; that is, multiply the pressure c 
that line by 3. and divide by the numbers of the other \ 
lines to find the pressures on them. 
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It will be understood that it is not necessary that a 
scale of pounds be used at all; or, if it be, it need not 
necessarily be the scale of the spring, as all that need 
be considered is that the product of the distance hori- 
zontally from C and the height from the vacuum-line 
V oi all points or parts of the curve are equal. Thus, 
if at a distance of 2 inches from C the pressure is 50 
pounds, at 3 inches it will be 



2 X 50 ^ 

3 



unds 



= 334poi 
(2 X SO — 100, and 3 X 33i = 'oo). 



I 



It is of course necessary to establish the vacuum- 
line by the scale of the spring used in taking the dia- 
gram, but this may be done by dividing 14.7 (or any 
number of pounds corresponding to the observed pres- 
sure of the atmosphere) by the scale of the spring: the 
quotient will be in inches. In the present instance the 
distance of this line below the atmospheric line is 14.7 
-=- 40 = .3675" — a little less than \ inch. Having 
established the vacuum-line, any scale of equal parts 
may be used in setting off the points in the curve. 

If it is desired to show graphically how much higher 
the pressure is at the end of the stroke than it sho'^Id 
be, the curve drawn as irom the intersection of line 3 
will accomplish the puipose. But if it is desired to 
show how much more work might have been done with 
the steam accounted for by the indicator at the end oi 
the stroke, then the curve should be drawn as from the 
intersection of line 14. In this instance, if the steam, 
line is continued till it cuts ihe upper curve, the space 
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to K. From the intersection of these diagonals with ( 
iji/draw horizontal lines, and from i, 2, 3, etc., verti- 
cal lines. Where these Hnes meet will be points in | 
the theoretical curve. 
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LOCATING THt CLEARANCE-LINE ON THE DIAGRAM. 

The clearance-space — such part of it as is embraci 

in the ports — is from its irregularity difficult of mcj 
urement. If the valve is blocked against the face, the 
engine placed on the dead-centre, and the clearance- 
space filled with water, the quantity being carefully 
weighed, the space it occupies will be known. Water I 
at a temperature of 60° will occupy a space of 27.7 I 
cubic inches per pound. Say that 6^ pounds are 
quired to fill the clearance-space in a i6"X32" cylinder,.J 
the cubic inches of space occupied by the water will.] 
be 27.7 X 6.5 = 180.05 cubic inches. The area of al 
16" cylinder is 2or.c68 inches, and the space swept! 
through by the piston in a single stroke is 201.068 X f 
32 =■ 6434.176 cubic inches ; the clearance is 180,05 -?* j 
6434.176 = .028 of the displacement. If the diagram* 
is 4J inches long the distance k, Fig. 12, will be 4.25 Xj 
.028 = .119 inch. 



r FOR MEASURING CLEAl 



The following remarkably simple plan for determin- ' 
ing clearance was communicated to the American Ma- ■ 
chiitist by Professor John E. Sweet. He says: "See ■ 
that the piston and valves are made tight, and the ' 
valves disconnected ; arrange to fill the clearance-space ' 
with water through the indicator- holes, or through! 



INDICATOR PRACTICE. 



holes drilled for the c 



Turn the e 



1 the 



I 
\ 



e purpose. 

dead-centre ; make marks on the cross-head and guides ; 
weigh a pail of water, and from it fill the clearance- 
space. Weigh the remaining water so as to determine 
how much is used. Then weigh out exactly the same 
amount of water [as is used], turn the engine off the; 
centre, pour in the second charge of water, and turn 
the engine back till the water conies to the same point 
that it did in the first instance. Make another mark 
on the cross-head and guide, and the distance between 
these marks is exactly what you really wish to know ; 
that is, it is just what piston-travel equals the clear- 
ance. ... If it takes i pound of water to fill this 
space and to admit another pound, the piston must be 
moved i inch : then the clearance bears the same rela- 
tion to the capacity of the cylinder as i inch bears to 
the stroke of the piston. Thus, under these circum- 
stances, in an engine of lo inches stroke, it would be 
said to have lo per cent clearance." 

It may be added that, considering the length of the 
indicator-diagram as representing the stroke of the pla- 
ton drawn to a scale, it is only necessary to lay off this 
I inch (or whatever the distance may be) on the same 
scale to establish the clearance-line on the diagram. 

It was remarked near the beginning of this chapter 
that it was evidence of good conditions when the theo- 
retical and actual expansion curves were found to agree, 
or very nearly so. Fig. 12^ shows reasonable compli- 
ance in this respect — in fact much better than the 
average; such as might be expected from a cylinder 
not much less than 16 inches diameter, working with 
1 and valves ti 
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tight. 
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CHAPTER X. 

MEASURING FROM THE DIAGRAM THE 

STEAM EXHA USTED. 

STEAM EXHAUSTED PER HOUR. 

The amount of steam in the cylinder at any point in 
the stroke can be measured from the diagram, but un- 
lortunately the water present that entered the cylinder 
as steam cannot be so measured. For this reason the 
steam actually entering the cylinder cannot be deter- 
mined by the use of the indicator, but measuring that 
accounted for by the indicator we know that a less 
quantity could not have been used ; in fact, we know 
that more — sometimes much more — is used. In meas» 
uring the steam accounted for by the indicator it is 
generally advisable to select some point in the stroke 
just previous to the opening of the exhaust-valve, 
when the displacement of the piston in cubic feet up 
to that point, phis the clearance-space, multiplied by 
the weight of a cubic foot of steam of the pressure at 
the point selected, will give the weight of steam pres- 
ent. From this must be deducted the steam saved by 
the closing of the exhaust-valve before the end of the 
stroke, the remainder being the steam expended. In- 
stead of determining the steam used per stroke, it is 
better to calculate the amount used per hour. In Fig. 
14, which represents a diagram from an engine with a 
io''Xi8'' cylinder at 100 revolutions, 30 spring, a con- 
venient plan is represented. The lines, ;r, y^ are drawn 
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at a distance equal to the clearance-space from each 
end of the diagram. Measuring the pressure (from 
vacuum) on hne y, it is found to be 27.5 pounds; and 
since /is at a distance from the end of the diagram 
equal to the clearance- space, it follows that the space 
occupied by steam at this point in the stroke is just 




equal to the piston-displacement for a single stroke. 
The mean net area of the piston is, say, 77 inches, ; 
the displacement is 77 X 18 = 13S6 inches. The num-j 
ber of single strokes per minute is 200, and per hourJ 
200 X 60 = 12,000; hence the displacemtnt of thfr 
piston per hour is 



AIEASUKJNG THE STEAM EXHAUSTED. 



12,000 X 13! 
I72S 



- = 9625 



L 



cubic feet. 

The weight of a cubic foot of steam at a pressure ot 
27.5 is, according to Table II,, .0695 pound (found by 
adding the weight at 27 and at 28 pounds together, and 
dividing by 2) : so the weight of steam per hour in the 
cylinder at this point in the stroke is 9625 X .0695 ^ 
668.93 pounds. 

The process so far should be clearly understood: 
hence the repetition that, by measuring the pressure at 
y, distance from that end of the diagram just equal to 
the clearance-space C, the volume at that point {y) will 
be just equal to the piston -displacement ; we have 
added the clearance at C, but have cut off an equal 
distance zty. 

This 668.93 pounds is the weight of the steam per 
hour in the cylinder, as found by calculating it at some 
convenient point, y, on the expansion-curve. And 
this would be the weight of the steam exhausted per 
hour were it not for the fact that it is not exhausted 
down to vacuum, from which the pressure is cal- 
culated. Some of it is saved in the clearance-space 
upon the return of the piston, and this amount is in- 
creased by the exhaust-valve closing before the end of 
the return stroke. Line jr is at a distance equal to 
the clearance from the end of the diagram, and the 
clearance is 7 per cent of the piston-displacement: 
hence if we calculate the steam saved per hour from 
the point where x crosses the compression-curve the 
volume will be just 14 per cent of the piston-displacc- 
nt— that is, 9625 X -U = 1347.5 cubic feet per hoi 
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The pressure of the steam saved, measured from va- 
cuum up to where x crosses the compression-curve, is 
22 pounds, and from Table II. the weight of a cubic 
foot of steam at that pressure is .0561 pound : hence the 
steam saved per hour is 1347.5 X -0561 = 75.59 pounds. 
The steam, then, actually exhausted is 668.93 ~ 75-59 
— 593.34 pounds per hour. 

The mean effective pressure is 29.6 pounds, and the 
piston-speed 300 feet per minute ; the indicated horse- 
power is l^fl 

33,000 ''' 

and thi; steam accounted for by the indicator per horse- 
power per hour is 593.34 -=- 20 7 = 28.6 pounds. The 
steam actually used was of course considerably in ex- 
cess of this. 

It is not essential that the points x and y be taken 
at a distance equal to the clearance-line from the ends 
of the diagram, or that they be at equal distance from 
each end : the process consists in finding the volume, 
including clearance, at some point previous to exhaust- 
opening, and from the volume and pressure calculating 
the weight of steam, for convenience by the hour, and 
similarly finding the weight saved from some point in 
the compression-curve. Subtracting the latter quan- 
tity from the former gives the weight actually ex- 
hausted. When the points x and y can be conveni- 
ently located as represented, as they generally can be, 
it shortens the operation. 

It has been previously intimated that it was not al- 
ways an easy matter to determine by the diagram how 
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much of the variation between the actual and the theo- 
retical curve was due to condensation and re-evaporation, 
and how much to leakages by valves and piston. In 
Fig. 14 it will be noticed that the actual curve falls be- 
low the theoretical soon after the steam -valve has 
closed. This is generally the case in an unjackefed 
cylinder, and is rationally enough accounted for by 
condensation in the cylinder, the difference in tempera- 
ture between the walls of the cylinder and the steam 
being greater than later in the stroke, and hence the 
conditions favorable for rapid condensation. But if 
the piston or exhaust - valve leak, the leakage will be 
greatest at this time, owing to the higher pressure of 
steam, and this may be taken to account for the fall in 
pressure. The real curve soon rises and crosses the 
theoretical curve, which may be accounted for by the 
re-evaporation of water by the excess of heat after 
the fall in pressure. But this increase of steam may 
also be accounted for by leakage of the steam-valve, 
which would naturally increase in amount as the pres- 
sure fell, while if the piston and exhaust-valve, either 
or both, leaked, the leakage by them would be corre- 
spondingly diminished. 

It will be noticed that the pressure rises very rapidly 
towards the end of the stroke, so much so as to point 
to the probability of a leaky steam-valve, which, it may 
be as well to state, was found to be the case. 

It may readily be seen that the leakage of valves and 
piston may be such as to assist in producing a more 
nearly correct expansion-curve than would result if 
they were tight, for which reason hasty conclusions as 
to the economy of an engine should not be drawn from 
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the quality of this curve, nor from the steam accountecf^H 
for by the indicator. H 

COMPUTING THE STEAM EXPENDED BV MEANS OF THOMP- H 

The following table, prepared by E. W. Thompson^H 
for the American Machinist, is in accordance with th^^J 
plan for computing steam-consumption in use by thJ^f 

Fio. 15— ScALS 4a. ^H 

Buckeye Engine Company. The plan is illustrated in^| 
Fig. 15. To use the table the mean effective pressure^f 
must be known, but the horse-power, or the dimensicns^H 
of the cylinder even, need not be known. Draw a veiv^H 
tical line at each end of the diagram exactly defining^l 
its length, and continue the expansion-curve guided bj^^f 
the eye to t, as if the exhaust had not opened. From <^H 
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draw the line iC parallel with the atmospheric line. 
Measure the terminal pressure at t (from vacuum), and 
find in the table, page 72, the number corresponding 
to it. In the table the numbers under"T. P. represent 
the terminal pressure in pounds, and the figures at the 
head, i, 2, 3, etc., tenths of a pound. If the terminal 
pressure is, say, i6 pounds, in the column against 16 
and under o. is 567.360, the required number. If the 
terminal pressure is, say, 20,6 pounds, against 20 and 
under 6 is 719.558, the number. 

Divide the number thus found by the mean effective 
pressure : the quotient will be the steam accounted for 
by the indicator per horse-power per hour, uncorrected 
for clearance and compression. To make this correc- 
tion multiply by the length of the iine tE, and divide 
by the length of the line iC. 

It will sometimes happen that the maximum com- 
pression will not be as high as the terminal pressure. ' 
In that case tE will be longer than tC. When this 
occurs the compression-curve must be extended by the 
aid of the eye, as indicated at e, and E will be outside 
the diagram. When the maximum compression is 
higher than the terminal pressure tE will be shorter 
than tC. 

In Fig, 14 the terminal pressure is 28,3 pounds, and \ 
the mean effective pressure 44.6. In the table under I 
3 and against 28 is 969,813, which divided by 44.6 = 
21.74. This is the steam-consumption uncorrected for 
clearance and compression. The length of tE is 3.3 
inches, and of /C 3.7 inches; 31.74 multiplied by 3.2 
and divided by 3.7 = 18.8, the pounds of dry steam 
exhausted per horse-power per hour. 
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CHAPTER XI. 
CONDENSING ENGINES. 

DIAGRAMS FROM A STEAM-JACKETED CYLINDER 

So far as computing the horse-power is concerned, it 
is immaterial whether the diagram is from a condensing 
or from a non-condensing engine, the determination 
of the distance apart of the upper and lower lines be- 
ing all that is required in either case. But in a con- 
densing engine it is of interest to measure separately 
the work done above and below the atmosphere, so as 
to determine how much of all the work done to credit 
the condenser with. The pair of diagrams represented 
in Fig. i6 will serve to illustrate this, besides being in- 
teresting in other respects. They are from both ends 
of a cylinder 27'' XS^'^ at a piston-speed of 90 feet per 
minute ; cylinder completely steam-jacketed, including 
the ends. The clearance is .026 of the piston-displace- 
ment. The approximate theoretical curve is drawn 
on one diagram from a point near release, and on the 
other from a point just after cut-off. The mean 
effective pressure of the right-hand diagram is 44.94, 
and of the left-hand 42.06 pounds, an average of 43.5 
pounds. The diameter of the piston-rod is 3.5 inches, and 
the mean net area of the piston 567.75 inches, so the 
horse-power for each pound mean effective pressure is 

56775 X I Xjo ^ 3_ 
33,000 
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The pressure exerted below the atmosphere is by the^ 
right-hand diagram 10.76, and by the left 1 1.83 pounds, 
an average of 1 1,29 pounds.^nearly 26 per cent of the ] 
total mean effective pressure exerted. The indicated 1 
horse-power is 63.33, ^"'l "'^ water per horse-power , 
per hour accounted for by the indicator is 186 pounds. 

Of the prominent features of these diagrams the ad- I 
mission-lines are good, as well as the steam-lines and J 
cut-oft, all of which is, of course, easy to bring aboutJ 
at the slow piston-speed. The expansion-curves shoflf 
a remarkable departure from the theoretical curves^ 
which is not easily accounted for if the steam-Jacketm 
prevent initial condensation. If, however, there v 
good deal of initial condensation, the heat from thCi 
jackets may have re-evaporated the most of the waterj 
and the increase of terminal pressure may have been; 
due to this; or it may have been due in part to thej 
evaporation of water that entered the cylinder . 
•water, and in part to leakage of steam-valves. Whatj 
ever it is due to, it represents a loss that may tn part 
be seen by considering that the space a on the right^ 
hand diagram represents work that might under bettei 
conditions have been done by the steam that ■ 
present in the cylinder at the opening of the exhaust^ 
valves. Measuring this space, it amounts to an addn 
tion of seven pounds to the mean effective pressure^ 
15.5 per cent more work might have been done by th<?« 
steam exhausted. The terminal pressure is about 4a3 
per cent higher than it ought to be. It is not at alt^ 
probable that such an amount of water entered witttl 
the steam, so that the most of the rise in pressure! 
must be attributed to initial condensation and evap 
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ration later in the stroke, and to leakage of steam-'. 
valves. 

In calculating the efficiency of a condensing engine, 
so far as the work done below the atmosphere is con- 
cerned, it is essential to know the vacuum in the con- 
denser; for, as in a non-condensing engine, the back- 
pressure that should be accounted against the cylinder ■ 
is the difference between the line of counter-prcsst 
and the atmospheric line, so in a condensing engine it I 
is the difference between the line of counter-pressure ' 
and an imaginary hnc representing the pressure main- . 
tained in the condenser. Calculated in this way, under j 
the same conditions otherwise, the back-pressure in a 
condensing engine will be somewhat greater than in e 
non-condensing engine. In this instance the vacuun; 
by gauge was 25 inches, in pounds 12.27. ^^ *^^^ 
average pressure below atmosphere is 11.29,3 small 
fraction of a pound being lost by compression, the re- 
sult in this respect is very good indeed. This small 
amount of back-pressure would have been reduced by 
about \ pound if the exhaust-opening on the end repre- 
sented by the left-hand diagram had been a little earlier 
and more ample. Of course, at higher speeds the back- 
pressure would, with the same valves and valve-mo- 
tion, have been increased ; in fact, at high piston-speed 
it is not practicable to make the exhaust-openings so 
ample as to result in so little back-pressure as shown 
here. Altogether, these diagrams are excellent ones 
below the atmospheric line; good ones above, so far 
as admission-lines, steam-iines, and release are con- 
cerned ; but decidedly poor ones so far as the expan- 
sion-curve has to do with their quality- 
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tlAGRAMS TKOM AN ENGINE CONDENSING AND NON-CON- 
DENSING COMPARED. 

The diagrams Fig. 17 represent graphically the 
effect of adding a condenser to a non-condensing en- 
line. Both diagrams were taken on the same paper, 
as engraved — one with the condenser in u.se, and the 
other with the exhaust turned into the atmosphere. 
The fact that they were so taken, and that the load re- 
mained constant, makes it easy to compare them, and 
also makes the comparison more satisfactory. The 
engine from which they were taken is i8"X36", and at 
the time of taking the diagrams the revolutions were 
109, boiler-pressure 62 pounds, vacuum (by gauge) 24", 
40 spring. The clearance is four per cent of the pis- 
ton-displacement. 

The mean effective pressure of the two diagrams is 
the same — 28.32 pounds. The non-condensing diagram 
shows the terminal pressure to have been 24 pounds, 
the load — 142 horse-power — being too much for good 
economy calculated from the diagram ; or, to state it 
another way, and more correctly, the steam-pressure 
was too low for the load. The dry steam accounted 
for by the indicator was 25 pounds per horse-power per 
hour. The result with 20 pounds higher boiler-pressure 
would have been quite different. 

Comparing this with the condensing diagram, the ter- 
minal pressure by the latter is 14.5 pounds and the dry 
steam exhausted,! 6.7 pounds per horse-power per hour: 
a remarkably good result for this steam-pressure and 
poor vacuum, for which, of course, the engine was not 
responsible. Looking at the general features of the 
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back-pressure than might be expected, but from the 
fact that the exhaust-pipe is badly arranged, it is not 
certain how much of this back-pressure is due to the 
lack of exhaust-lead, and how much to the arrange- 
ment of the pipe. (The line nearest the vacuum-line 
{^represents the pressure in the condenser, and is the 
one from which the back-pressure should be measured.) J 
The faulty arrangement of the exhaust-pipe referred^ 
to is in running it down direct from the cylinder (the! 
pipe is 6" diameter) for a short distance and thei 
turning at an acute angle direct from the pipe leading | 
down, without any enlargement or easing off of the J 
bend whatever. Assuming that this bend in the ex-J 
haust-pipe is the principal cause of back pressure, it ii 
still probable that an earlier opening of the exhaust-1 
valve would reduce it slightly, since it would afford J 
more time for the steam to pass the stricture in the J 
pipe. Reducing the inside lap would correspondinglyB 
reduce the compression, but would probably leavej 
sufficient to satisfactorily cushion the piston. The ex-f 
haust-lap might probably be reduced to \" or f", and 
then a little more steam-lead given to help up the 
compression, with satisfactory results, the slightly- 
rounded corner at b indicating that a little more steam- 
lead would do no harm otherwise. If this should re^ 
suit in a pound less average back- pressure, it would'l 
make a decidedly good diagram still a little better, It.T 
is needless to say that the first thing that ought to be I 
done is to rearrange the exhaust-pipe so as to get rid. 
of the sharp bend. 

Points in the theoretical curve of the condensing 
diagram are indicated, beginning on the actual cun 
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at the vertical line e. It will be seen that the theoret- 
ical and actual curves agree exactly at each end, but 
that the latter falls a little beJow the former at the 
middle. This is what should be with ordinary dry 
steam, unjacketed cylinder and tight valves. The cut- 
off is reasonably sharp for the piston-speed, and the 
steam line good. Larger ports would give a little 
straighter steam-line, but there is the question if the 
loss otherwise would not more than balance any gain 
tliat would result. 

The distance of the atmospheric line A, below the 
point of terminal pressure of the non-condensing dia- 
gram, is almost exactly equal to the distance of the 
line of condenser-pressure below the terminal pressure 
of tlie condensing diagrams; hence, if the steam es- 
cape with equal facility in both instances, the back- 
pressure of the two diagrams should be equal. But 
the back-pressure, as usual, is the greatest in the con- 
densing diagram, which would be an argument in the 
direction of what is generally believed, viz., that the 
exhaust-passages for a condensing engine should be 
larger than for the same engine worked non-condens- 
ing. If the pressure in the condenser was quite steady 
at that noted, it is reasonably certain that the steam 
did not, under the same conditions, escape as readily 
into the condenser as into the atmosphere. But the 
regular decline of the line of counter-pressure of the 
condensing diagram, quite up to the point of exhaust- 
closure, points to the probability that the condenser — 
perhaps from being too small — did not "get hold" 
quite promptly, and that the pressure in it fluctuated 
considerably. 
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r The condensing diagram shows that 25 per Cent o( 
the work is done below the atmosphere, and it is 
■customary in such cases to credit the condenser with 
this amount. This is neither theoretically nor practi- 
cally correct, because it assumes that if the engine was 
run non-condensing there would be no back- pressure, 
which is not so, and which, in such a calculation, 
would, so far as it goes, not give the condenser suiffi- 
cient credit. It is also assumed that condensation in 
the cylinder would be the same whether the engine 
was run condensing or non-condensing, which also is 
not true, and which would tend to credit the conden- 
ser with more than its due. The compression is also 
different in the two instances, which further compli- 
cates the comparison. The only intelligible compari- 
son that can be made is with the load in one instance 
equal to that in the other, as the pertinent question is 
how much the condeiner will save in doing a definite 
amount of work. The steam accounted for by the in- 
dicator being in one instance 25 and in the other 16.7 
pounds per horse-power per hour, the percentage in 
favor of the condenser is 33. The percentage of gain 
will not be so much as this, because of greater loss 
from condensation when the engine is condensing; it 
also costs something to operate the air-pump. It 
would not be safe to estimate the saving due to the 
use of the condenser at more than 25 per cent ; but 
this conclusion is not reached because 25 per cent of 
the work happens to be done below the atmosphei 
If the engine was to run non-condensing with this 
load, higher steam-pressure should be carried, which 
would increase the economy, making the difference 
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still less. The economy of the engine running con- 
densing would be better, theoretically, with steam of 
higher pressure, but perhaps not actually better. 

Mention was made of the rounded corner in the 
admission-line. This is not especially, if in any de- 
gree, objectionable. It was only alluded to as show- 
ing that a little more lead might, for another purpose, 
be given. With the engine working non-condensing 
the cylinder is warmer and the rounded corner does 
not appear, indicating what is generally found to be 
true, viz., that a condensing engine requires more 
lead than one worked non-condensing, 

;OMPOUND CONDENSING-ENGINE DIAGRAMS. 

The diagrams Figs. i8, ig, and 20 are from a pair 
of 18" X 42" automatic cut-off engines, compounded by 
adding an independent engine, with cylinder 40" di- 
ameter, 42J" stroke of piston. The high-pressure en- 
gines run at a speed of S3 and the low-pressure engine 
at 88 revolutions per minute. Figs. 18 and 19 are 
from the high-pressure cylinders, and Fig. 20 from the 
low-pressure cylinder. 

The high-pressure diagrams show an initial pressure 
nearly equal to boiler-pressure (65 pounds), which 
owing to the piston-speed, falls off considerably before 
the point of cut-off is reached. In fact, the points of 
cut-off cannot be located with any degree of accuracy. 
The lead is unequal, and rather excessive, although it 
brings about a little higher initial pressure than would 
otherwise result, and probably does no particular harm 
if it results in smooth running. The points of exhaust 
opening and closure, also, are not alike. The time of 
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instance, however, it was operated by a separate eccen 
trie, wliich was undoubtedly unfortunate, as if motion 
had been communicated by the main rock -a 
would hardly have been possible to have arranged it so ■ 
badly. 

The boiler-pressure was 60I pounds, out of which an \ 
initial pressure of 30 pounds was realized, with a steam- 
line that struggled along up to 42 pounds at half-stroke, 
when the cut-off occurred. The point of cut-off is well , 
defined, showing a sharp closure of the cut-off valve. 
This, with the compression and admission lines, are the ' 
only tolerable features of the diagram. From the 1 
point of cut-off the pressure falls only 18 pounds by 
expansion, the volume of steam in the steam -chest 1 
operating as clearance so far as expansion is concerned. 
What this clearance amounts to, illustrated by length 
added to the diagram, can be approximately deter- 
mined. 

Taking a point at a, directly after cut-off, the pres- 1 
sure from vacuum is 52 pounds, and at the end of the | 
stroke it is 39 pounds; that is, the pressure at the end ' 
of the stroke is ||- = ;^ what it is at a. As the pres- j 
sure varies inversely as the volume, the volume repre- 
sented from a to the end of the stroke is one quarter 
of the total volume represented from the clearance-line 
to the end of stroke. The distance from a to the end 
of the diagram is i\ inches; hence the whole volume , 
would be represented by a length of i| X 4 = 7 inches, 
that is, the clearance-line must be drawn 7 inches from 
the end of the diagram, or about 2\ inches from the ' 
beginning. This enormous clearance (in the steam- 
chest) has only to do with expansion, because before J 
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more than 6 inches of the stroke is that left in the 
steam-chest at the end of expansion in the other end 
of the cylinder and what leaked in past the poorly fit- 
ting cut-off valve. At about one eighth of the stroke, 
the cut-off valve, which should have opened early 
enough to have provided steam at full boilcr-pressun 
in the steam-chest before the main valve uncovered J 
the steam-port, begins to open slowly, and the pres-l 
sure in the cylinder crawls up, so that the cut-off that! 
should have taken place at less than one-quarter stroke I 
takes place at one-half stroke. Then the volume of I 
steam in the steam-chest, together with that in the I 
cylinder, is expanded to about 40 pounds, absolutcTl 
instead of to 20 pounds, or less, as it would have been! 
under favorable conditions. The exhaust opens late ' 
and the counter-pressure falls slowly, the back pressure 
being J pounds, when, at that speed, it should not 
have been more than one-half pound — a clear loss of 1 
more than 10 horse-power. 

Altogether, it would be difficult to find worse con-l 
ditions in an automatic engine, and it is safe to sayl 
th^t the application of the indicator ten years earlierJ 
would have pointed out a way to a very satisfactory J 
saving. Such changes, for instance, as a steam-chesti 
with the least practicable amount of unoccupied room,f 
to reduce the clearance during expansion; a main! 
valve with more steam lap and more travel, so that 
the exhaust would have opened earlier and more 
rapidly, thus reducing the back pressure, and the cut- 
off eccentric advanced so as to open the cut-off valve 
in advance of the main valve, would have been sug- 
gested by the first diagram taken. It is believed that 
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the cut-off valve was adjusted for the late opening to 
make it possible to obtain a later cut-off than other- 
wise, under the impressioi. that the capacity of the 
engine would be increased by this means. If so, the 
attempt was a first-class failure, as materially more 
work could have been done by setting the cut-off ec- 
centric so as to get steam of very near boiler-pressure 
in the cylinder, and cutting off correspondingly early 
in the stroke. 



EXPANSION-LINES — REOPENING OF 
STEAM- VALVE. 

Diagram 22 shows peculiarities in the expansion- 
line which are sometimes taken as representing im- 
proper action of the indicator. The real cause is worth 
investigation. It will be noticed that the expansion-line 
from <i to ^ is substantially vertical in direction. This 
is only observed where the clearance is small. In such 
instances the pressure in the cylinder falls very rapidly 
directly after cut-off, because a small movement of the 
piston will serve to increase largely the volume of steam 
in the cylinder as compared with the volume at cut-off, 
and correspondingly decrease the pressure. In the 
cylinder from which this diagram was taken the clear- 
ance marked on the diagram is .0253 of the displace- 
ment of the piston, and the cut-off is about -^ of the 
stroke. The steam being cut off with the suddenness 
of a blow at a, the piston travelling at a mean speed of 
between 500 and 600 feet per minute, and the distance 
horizontally from atab representing less than one-inch 
motion of the piston, it will be seen that the pressure 
under the indicator-piston is almost instantly very ma- 
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terially reduced, The spring being under considerable 
tension starts the indicator-piston down, and the mo- 




mentum which it soon acquires carries the pencil ahead 
of the position due to the steam-pressure, precisely as 
in diagrams from high-speed engines, r-- =" »».'>". *-\"- 



n those taken 
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with a light spring, the pencil is found alternately too 
low and too high, the result being, a little later in the 
stroke, a regularly undulating line that is correctly taken 
as evidence of correct action of the indicator. In these 
instances the pencil will fallbclow its correct position, 
then the reaction will carry it above, and so on. In 
this instance the first evidence of reaction is at d, which 
is where the reciprocating parts of the indicator recover 
from the effects of their downward impetus. Had this 
occurred later the pencil would have been carried up 
considerably out of its true course, but at this early 
point in the stroke the pressure is falling too rapidly 
for this to occur, so that the reaction amounts to 
scarcely more than a pause in the downward motion. 
Below d a short distance there is another pause, after 
which the expansion-line gets into proper shape, being 
assisted by the more gradual fall in pressure as the 
volume of steam is increased. As previously noted, 
had precisely the same thing occurred later in the 
stroke, as from a cut-off when the volume of steam in 
the cylinder was twice or three times as great, the re- 
sult would have been the wavy expansion-line fre- 
quently seen. 

But there is still another cause that tends to pro- 
duce a straight line from a to d. As has been pre- 
viously explained, the actual curve of the diagram is 
usually found below the theoretical curve directly 
after cut-off, especially where full steam is worked for 
a small fraction of the stroke only, from the fact that 
condensation is taking place with great rapidity to 
supply the heat lost by the exposed surfaces rliiring 
expansion and exhaust ; so that taking into 



INDICATOR PRACTICE. 



tion both these causes, each operating in the same 
direction, the position of the line from a\.Q b\% logi. 
cally accounted for without attributing any fault to 




the indicator, which, so far as can be seen from the dia. 
gram, was in good working condition. Finally, draw- 
ing the theoretical curve from the point of cut-off, the 
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variation is not nearly so great as a glance at the dia- 
gram would seem to indicate. A part of this curve is 
drawn in dotted line, and shows the variation a little 
greater than it actually is. 

Diagram 23 shows peculiarities that cannot be ex- 
plained in this way. The initial pressure was 60 
pounds — one pound less than boiler-pressure — and the 
valve closed very sharply at c, after the piston had 
made a small fraction — about 5 percent — of its stroke. 
The effort to recover after the usual somewhat too 
rapid fall of the pencil is seen at d, and from some 
cause the pressure rises again to nearly 60 pounds, 
making, apparently, two points, r, c\ of cut-off. The 
cause of this was that the cut-off valve, which dropped 
in closing, afterward left its seat, and from the ampli- 
tude of the steam-ports actually admitted steam of 
nearly boiler-pressure the second time. From a short 
distance below c' the line falls too slowly for some dis- 
tance, showing that the valve leaked while settling 
back against its seat. The engine from which this 
diagram was taken was a small one, and the aggregate 
length of the ports controlled by the cut-off valve was 
equal to about twice the diameter of the cylinder. 
With this length of port the cut-off proper occurred 
while the valve was dropping at its highest velocity, 
and through only a very short distance. The effect of 
this was that the pressure in the cylinder was not re- 
duced enough while the valve was closing so that the 
unbalanced pressure in the steam-chest would hold the 
valve to its seat against the jar of the air-cushion which 
stopped it. 
There were two remedies that suggested them- 
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selves, one of which was to provide for closing thi 
valve slower, and the other to arrange a guard to pre. 




vent the valve leaving the seat, horizontally. 
remedy was the one tried, with success. 
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peculiar leaks to get either of these hnes, but it is en-' 
tirely improbable that leaks occurring in the ordinary ' 
way should be responsible for changing the direction J 




of flexure of either as shown. When it comes to i 
changing both lines, the possibility of it is not wort 

consideration. 
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Beginning at the other end of the diagram, — at the 
right, — the reading of it is plain enough: At a the 
piston begins to move ahead, but the valve being be- 
hind time the admission-port is covered. There is at 
this time a pressure of 26 pounds absolute in the 
clearance-space. The piston moving along and the 
port remaining covered, the pressure falls by expan- 
sion to b. At this point — about one-quarter stroke — 
the valve begins to open the port, but the motion of 
the piston is so rapid and the space to be filled with 
steam so large that the pressure increases slowly, as 
represented by the line be; it is in respect to this line 
an aggravated case of late admission without assist- 
ance from compression. Under these conditions the 
upward flexure of the line be is accounted for; it is 
exactly what would be expected. 

At c steam is cut off; cd is the expansion-line, con- 
cave downward and inward as it should be. The ex- 
haust opens late at d, for which reason the pressure 
falls slowly, till beyond e it is equal to that against 
which the piston is working. The line from d, hy e, 
to a is the line of counter-pressure, there being no 
compression. 

The engine from which this diagram was taken is 
22" X 30", running at 75 revolutions. The engine 
kept running, doing its regular work with the mis- 
placed eccentric, but pounded so badly the indicator 
was applied to ascertain the cause. The exhaust was 
against the high pressure shown, because the exhaust- 
steam at that pressure was used for other purposes 
requiring that pressure. But for this use of the ex- 
haust-steam the trouble would have manifested itself 
at the coal -pile. 
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CHAPTER Xni. 
fNITTAL EXPANSION—SMALL STEAM-PTPA 

ECONOMY OF INITIAL EXPANSION. 

The greatest economy in the use of steam in tli 
steam-engine being, bioadly speaking, when the tq 
minal pressure is lowest compared with the mci 
effective pressure, it follows that a fall of pressure I 
the cylinder previous to cut-off, usually called i 
expansion, represents a loss when occurring i 
automatic cut-olT engine, because it makes the cut-a 
occur later than it otherwise would, increasing to| 
corresponding extent the terminal pressure. HeOc^ 
in this type of engine the effort is made to provide f 
a steam-line as straight and as near boiler-pressure a 
practicable without sacrificing too much in some other 
direction to obtain it. There is undoubtedly a point 
in all ordinarily constructed engines beyond which it 
is the reverse of economical to go in this direction — a 
point somewhere short of boiler-pressure in the cylin- 
der, and short of an absolutely straight steam-line. 
Just how far it represents economy in the use i 
steam to go in the direction of a perfect steam-li 
depends upon a variety of circumstances, Sma] 
valves do not consume so much of the power of t 
engine in their operation as larger ones (of the s 
kind), and as there is inevitably some leakage, it i 
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naturally greater where the ports arc lon^ than where 
they are short ; it is also understood that a balanced 
valve moves easier than an unbalanced one — all of 
which is entitled to consideration in determining what 
the character of the steam-line should be. 

But while it is true that initial expansion, to any 
great extent, usually represents a loss o' economy in 
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the instance of an engine in which the governor oper- 
ates to vary the point of cut-off, it is equally true that 
when the cut-off is fixed and the speed controlled by 
means of a throttling governor, initial expansion usu- 
ally represents gain, sometimes in a marked degree. 
This is because it then has the effect of bringing about 
lower terminal pressure for a given mean effective 
pressure. 

While initial expansion is, perhaps, properly enough 
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called throttling, the distinction should be shar] 
made between throttling that results only in reducing,! 
the initial pressure, and that which provides for 
gradual fall in the pressure from that nearly equal to 
boiler-pressure to a point materially lower at cut-off. 

The diagram. Fig. 26 (in full lines), shows a fair 
amount of initial expansion, and will illustrate the; 
gain brought about by it, which may be more or less,' 
according to circumstances. It is from a 12" X 20' 
engine, running at go revolutions, valve adjusted to 
cut-off at 11", or at con the diagram. The boiler 
pressure was 50 pounds, 39 pounds of which 
reaUzed in the cylinder at the beginning of the strokCi 
the pressure falling from that pressure at b, to ail 
pounds at c, by initial expansion, and then by regularj 
expansion to a terminal pressure, t, of 34 pounds a' 
solute. The gain by initial expansion may be detei 
mined by comparing the actual diagram with the one 
plotted in dotted lines, both diagrams representing 
equal work. In the latter the pressure remains con- 
stant from b' to c' , the initial pressure being 27 pounds,, 
or that required with the straight steam-line to maki 
the mean effective pressure equal that of the actu: 
diagram. Since the mean effective pressures of thi 
two diagrams are the same, we can approximate thi 
saving from initial expansion by calculations from thi 
weight of steam at pressures / and t'. The pressure 
(absolute) at t is 24 pounds, and the weight per cubic 
foot at that pressure ,o6ro pound. At /' the pressure 
is 27 pounds, weight of a cubic foot ,0683 pound ; dif- 
ference, .0073 pound, or about II per cent. If the 
saving from exhaust-closure were accounted for, this 
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percentage would be increased; but ii per cent is a 
safe estimate in this case, letting the saving from ex- 
haust-closure offset a little more condensation as the 
result of admitting steam of higher pressure. 

The steam-lines of diagrams from engines in which 
the speed is controlled by throttling will be of a 
variety of forms, according to existing conditions and 
the construction of the engine. There is quite as 
much difference in the economy of such engines, 
whether fitted with separate expansion-valves or not, 
as there is between different automatic cut-off engines, 
and it is just as readily determined by the use of the 
indicator, notwithstanding which the indicator is sel- 
dom applied to this class of steam-engines. Its intelli- 
gent use, changing the construction in accordance with 
what was learned from its indications, would result in 
as much gain in efficiency, comparatively, as has been 
the case in the instance of the automatic cut-off en- 
gine. 



The effect of using a small steam pipe, for an auto- 
matic engine, by which initial pressure is reduced and 
expansion shortened, resulting in high terminal pres- 
sure, may be seen by a comparison of diagrams 27 
and 28. They were taken from an automatic engine 
12" X 30", at a speed of 95 revolutions per minute. 
When 27 was taken, steam was supplied through 30 
feet of 2j-inch pipe, with three elbows in its length. 
Diagram 28 was taken after a four-inch pipe had been 
substituted. 



Diagram 27 shows, as compared with 28, a loss 
pqual to 124 per cent in steam used, and it also shows 
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that in an emergency but little more work could be 
got from the engine; a small increase of work, or r 
duction in steam-pressure, and the engine would not 
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run up to speed. Even when running under the con- 
ditions shown, in changes of load, such as throwing 




on machinery that had been thrown off, it would be 
found that the governor had but little control over the 
motion; in other words, that the engine would be 



1 1 IN Die A TOR PR A CTICE. 

very slow in getting up to speed. The loss in this 
respect might, in some kinds of work, be more serious 
than the loss of steam. 

With the large steam-pipe in use when 28 was taken 
there is a fair margin for governing, either when the 
steam-pressure is reduced, or the load increased, be- 
cause with the higher initial pressure the required 
mean effective pressure is had with a cut-off at one- 
quarter stroke, while if necessary steam -may be ad- 
mitted till a little later than half-stroke. With the 
large steam-pipe the high mean effective and low 
terminal pressure necessary to economy is had. 

It is always best in any engine to have the steam- 
pipe of ample size ; then, if it is desirable to bring 
about a reduction of initial pressure, do it by throt- 
tling. 
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CHAPTER XIV. 

DETECTING LEAKY VALVES-- LIGHT FLY- 
WHEEL. 

LEAKY STEAM AND EXHAUST VALVES. 

Diagrams Fig. 29 are from a four-valve engine 20" X 
6o'^ running at 57 revolutions; boiler-pressure about 
70 pounds. They are not good ones. The cut-off is not 
as prompt as it usually is in this class of engines, and 
the exhaust opens too late. This late exhaust-open- 
ing results in a material loss from back-pressure at and 
near the beginning of the return stroke in B, and sub- 
stantially the same loss would undoubtedly be shown 
in A if the terminal pressure were not so much lower. 

Another fault is that the work done is not equalized 
between the two ends. This equalization should be 
brought about, and the exhaust-valves opened at least 
two inches earlier in the stroke. 

But the diagrams show evidence of a graver fault 
than either of these, viz., leaky valves. While the 
indicator caimot always be relied upon to detect leaky 
valves and piston if the leak is small, when it is large 
it will do so in almost every instance if diagrams are 
taken from both ends of the cylinder. Leakage of 
steam into or out of the cylinder will influence the 
character of the expansion-curve. If steam leaks out 
of the cylinder the terminal pressure will be lower than 
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ton-speed that re-evaporation in the cylinder was the 
cause of the increased quantity of steam present. 
There would not be time at a piston-speed of nearly 
600 feet to condense sufficient water to increase the , 
quantity of steam to such an extent, or time to re- ' 
evaporate it if it entered the cylinder as water. 

It may be remarked, that when a little too much 
steam is found in the cylinder at the end of the stroke, 
as indicated by the expansion curve drawn from near 
exhaust-opening keeping just sensibly above the real.J 
curve, or the curve drawn from near cut-off falling i 
pound or two below it near the end of the stroke, it ii 
accounted for, usually, by re-evaporation in the cylir 
der. But when too small an amount of steam is foundi 
it is evidence of leak; this refers to the use of ordi'il 
nary steam, that is, steam that is not superheated, 

There is evidence enough in either of these diagrams, 
considered singly, to lead to a belief that the valvi 
were leaky; taken together, the evidence is conclu-l 
sive. 

When we have a pair of diagrams like these it is 
generally possible to detect leaky valves without know- 
ing the clearance, which is necessary for drawing the 
correct theoretical curves. Thus in this instance the J 
clearance might be assumed to be anything, say 6 per I 
cent. Upon this assumption, if the theoretical curves \ 
were drawn they would still show that in one diagram 
there was too much steam at exhaust-opening, and in 
the other not so much as there should be. When 
leaks exist to the extent here indicated, there is a very J 
serious loss of steam. 
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it otherwise would be; if it leaks into the cylinder it 
will be higher. If both steam and exhaust valves leak, 
leaks might possibly balance each other, but there 
is no probability that this would be the case in each 
end of the cylinder. 

At a piston-speed of 400 to 600 feet per minute, the 
terminal pressure should not, in cylinders of 13 inches 
and upward in diameter, be more than 2 pounds above 
the termination of the theoretical curve. If found 
higher than this, there is a probability of leaky steam- 
valves. If the theoretical curve ends lower than the 
actual curve, the presumption is that, the exhaust-valves 
or the piston leaks. 

In Fig. 14, the theoretical curve, drawn from a point 
just after cut-off, showed a terminal pressure so high as 
to lead to the belief that steam leaked into the cylin- 
der, III the instance of Fig. 29, it is difficult to tell, 
even approximately, where cut-off occurred, so a dif- 
ferent plan is pursued ; that is, the curves are drawn 
from a point a just before exhaust-opening. They 
show just as clearly fliat in B there is a good deal 
more steam present at the termination of the stroke 
than at cut-off, wherever it may have been, and that in 
A there was about as much less. There is every rea- 
son to conclude that in one instance steam leaks freely 
into the cylinder, and that in the other it leaks out 
about as freely. All the valves, steam and exhaust, 
probably leak, but on one end the steam-valve leaks 
most, while the same is true of the exhaust-valve on 
the other end. If both diagrams were like A, the leak 
might all be by the piston. If both were like B, it 
would be possible, but highly improbable, at this pis- 
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six pounds, and this at a time when the steam thus ad- 
mitted can do but little work before it is exhausted, 
,Thi3 admission of steam late in the stroke, so thatihe 
terminal pressure measured from atmosphere is, i(i. 
some instances, equal to or higher than the mean efTe&e 
tive pressure, is the loss likely to result from the at- 
tempt to use a light flj'-wheel and a g^ood governor. 
Years ago, when governors were in use that began to 
act some seconds after a variation in -speed, the- waste- 
ful effects of a light fly-wheel were not so noticeable, be- 
cause it was as good as the governor, which had 
sufficient energy to waste much steam. But with thi 
modern high-speeded regulator, that almost anticipates-] 
change of speed, good steam-economy cannot be ex* 
pectcd without proper dimensions of fly-wheel. 

The engine from which this diagram was taken wa! 
bought second-hand, but was in good condition anflJ 
had well-designed, ample ports. It had, also, a fairiy- 
proportioned fly-wheel pulley, but it being inconveni- 
ent to belt from this fly-wheel, and a fiy-wheel being 
nothing more than a pulley to the parties who bought 
and put the engine up, a pulley of less diameter and 
less than one quarter the weight was substituted. 

Starting at the beginning of the stroke, and assum- 
ing the diagram from the other end of the cylinder to 
have been a duplicate of this {which it was very nearly), 
the action of the governor and influence of lack of fly- 
wheel can be studied. Thus the speed may be as- 
sumed to be normal at the beginning, and the governor- 
valve in about the right position, but the steam-cbest 
pressure is too low. With the light wheel and the low 
steam-chest pressure, the speed falls off, so that at 
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steam-chest pressure, the speed tails on, so that at I 
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about mid-stroke th( 



or is induced to act, which 
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it does by fully opening the valve; then, there being 
but little resistance in the wheel, the speed is acceler- 
ated sufficiently to quite close the governor-valve at 
about the time the lap of the slide-valve operates to 
cut off steam. It seems probable that the governor- 
valve remained closed until about the time steam was , 
admitted for the return stroke, or a little later, the 
steam required to fill the clearance-space accounting 
for the initial pressure being less than the pressure in 
the steam-chest at the time of cut-off. To make this 
diagram would require about 75 pounds of water per 
horse-power per hour, and the boiler required such 
hard firing to evaporate the quantity of water nec- 
essary, that more than 12 pounds of coal per horse- 
power were burned ; in fact, but for the difficulty in 
keeping steam, the engine might still have been run- 
ning as it was when this diagram was taken, as the 
governor kept the speed in revolutions per minute very 
regular, and the indicator was applied to the engine 
because the boiler was too small. 

To remedy matters, and keep the small pulley to 
belt from, a fly-wheel with a narrow and deep rim was 
put on beside the pulley, and without further change 
the diagram shown in dotted lines was taken. This is 
a very good throttling diagram, with the exception 
that the cylinder is too large for the work, which 
brings about low initial pressure. The water required 
when this diagram was taken would be about 50 in 
place of 75 pounds — a saving of 33 per cent. The 
saving in coal was more than this, as decreased con- 
sumption brought about more economical use. 
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The only other faults of the diagrams are too little 
compression to insure smooth running, and — if it is a 
fault — a slight lack of lead. 

To insure proper action in a governor, the fly-wheel 
must be of sufficient weight to allow the crank to pass 
the centres where steam has no effect in moving the 
piston, without sensible decrease in the speed ; also, 
to allow diminution of pressure during the stroke by 
initial expansion without a reduction of speed sufficient 
to induce over-action of the governor. A few pounds 
of metal in the fly-wheel often results in a large saving 
of steam. 
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CHAPTER XV. 
DIAGRAMS FROM LOCOMOTIVE-ENGINES. 



HOW TO CONNECT THE INDICATOR. 

But little attention, comparatively, has been given \ 
to indicating locomotive-engines. At first thought it I 
may seem somewhat difficult to get diagrams from a 
locomotive swinging along at 60 miles an hour, but if 
suitable preparations are made there is nothing worth I 
the name of difficulty in doing it. It will be found 
advisable to pipe the two ends of the cylinder together, 
using one indicator. The holes should be drilled in 
the outer side of cylinder, at the centre, up and down, 
for f-inch pipe, the pipe connecting to a three-way 
cock at the centre, in which the indicator-cock is 
screwed; the pipe should be kept as close to the 
cylinder as practicable. Thus arranged, the indicator 
will stand at the centre of the cylindfer lengthwise, and 
near the bottom of the steam-chest, 

DRUM-MOTION. 

The drum-motion may be had by using the arrange- 
ment of lever shown in Fig, 31, which is essentially 
the same as that shown in Fig. i. The reducing-lever 
and connection should be made of steel, with thimble: 
made fast in the ends so as to provide bcari 
less than \ inch in diameter, and about \\ inches i 
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length. The upper end of the lever swings on a pin 1 

made fast in an angle-iron bolted to the running-board, 

and the outer end of the connection journals on a stud I 

screwed in the cross-head: this stud must be long! 

enough to carry the lever so far out that the cord wiU | 




lead direct to the indicator in a straight line fore and j 
?ft. , 

Any other suitable arrangement with which no guide- ' 
pulleys are employed may be used instead of this, but I 
the one shown will generally be found a convenientj 
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H SAFETY PRECAUTIONS. 

f A place must be boxed up, the box being securely 
bolted to the bumper and cylinder, or other parts, in 
which to sit while taking the diagrams. The outside 
and front of this box should be so high as to prevent 
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the possibility of the operator being thrown out by a 
lurch of the engine ; both hands are fully employed in 
handling the indicator, and the attention is concen- 
trated on the operation, so no thought about safety 
should be necessary. With these precautions diagrams 
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may be taken about as comfortably from a locomotive 
as from a stationary engine at the same speed. 

HOW TO PRESERVE THE DATA. 

The operator t«« note the necessary data on the dia- 
grams as he takes them, but it is inconvenient for him to 




do so. It is better that he have an assistant, and arrange 
as follows : Number as many blanks as will be required, 
from one upward, and arrange them in a package 
venient to be come at in the order of the num 
The assistant takes his place in the cab, provided 
a book in which are written numbers corresponding 
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those on the indicator-blanks. The operator begins 
with No. I blank, and when the assistant observes him 
remove it from the drum, he enters against i in his 
book the steam-pressure, positions of throttle and re- 
verse levers, speed and location on the road. This 
is repeated with No. 2, and so on. Some of the dia- 
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grams may be worthless, but the entries will have been 
made the same, and if the assistant watches the opera- 
tor his entries will tally correctly with the numbers on 
the diagram. 

Exactly the same reasoning that applies to diagrams 
from other engines applies to those from locomotives.'j 
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From the character of the valve-motion compression I 
will be high at short cut-off, and back-pressure at high \ 
speed will be what in stationary-engine practice would 
be considered excessive. Owing to high compression, 
clearance cannot be satisfactorily reduced so low as it 





otherwise could be. Compression should never ex>1 
cecd steam-chest pressure at the shortest cut-off. ■ 

DIAGRAMS REPRESENTING GOOD PRACTICE. 

The diagrams 32 to 37, inclusive, represent good 

American practice in the way of steam-distribution in 
locomotive-cylinders. They were taken from a loco- 
motive running on. freight- service. The cylinders are 
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^ l8"X24", steam-ports ii"X l6", full travel of valve 5 
I inches, outside lap of valve -J inch, inside lap \ inch, 

lead at full stroke -^1^ inch. The driving-wheels (out- 
I side of tires) are 62 inches diameter. The weight of 

train, including tender, was 1,301,700 pounds. 

The back-pressure on all these diagrams is low for 




locomotive practice, and the mean effective pressure 
for the different grades of expansion is high ; Fig. 32 
is noticeable for showing remarkably high mean effec- 
tive pressure. The work done in the two ends of the 
cylinder is very nearly equal. As representing good 
valve-setting, these diagrams may serve as models ; they 
are seldom equalled in this respect. 



I 
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It will be, observed at short cut-off that the initial I 
pressure is not nearly so well maintained up to cut-o£E I 
as in stationary engines; but in cylinders so much ex- 




posed as locomotive-cylinders are, some wire-drawinff, 
which results in slight superheating, is not objection- 
able- The cylinders, for obvious reasons, are large for 
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the work at high speeds, and some reduction in initial ' 
pressure and liigli compression avoids 'what would 
otherwise be too low terminal pressure. By increasing 
compression more steam is saved by earlier exhaust- 
closure; hence the saving in this way balances the ap- 
parent loss from high terminal pressure due to . 
creased compression. 

TOO MUCH COMPRESSION, 

Fig. 38 represents a pair of diagrams from a passen* 
ger-locomotive working at short cut-off. Compression 
is carried too far. In such a case loss is likely to occur 
from a springing up of the edge of the valve, permit- 
ting steam to blow through into the exhaust. The 
tendency is also to wear the valve in such shape that 
it will leak. If so short cut-off is to be employed, 
there should be more clearance. With a little later 
cut-off exhaust-closure would be delayed, and then the • 
clearance would be sufficient. 

It cannot be known except by trial with the indica- j 
tor what the effect of a given clearance will be so far *. 
as concerns compression. Compression will seldom 
be as high as would appear from calculation owing to ' 
heat being rapidly taken up to warm the exposed sur- 
faces of the cylinder. At high-speed compression will 
be higher than at low-speed, because there is less time 
for the transfer of heat, and because back-pressure is 
generally higher at high-speed. 

MODERATE AND HIGH SPEED COMPARED, 

Diagrams 39 and 40 were taken from a locomotive 
with cylinders i6"X24''i steam-ports li"Xl4", full | 
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travel of valve 4^ inches, outside lap i inch, lead ^ 
inch to \ inch. The driving-wheels were 60 inches 
diameter. Fig, 39 was taken at a speed of 35 miles 




per hour, the engine hauling a light train; 40 ^ 
taken at a speed of 60 miles per hour, engine running I 
light. The two speeds correspond to piston-speeds o( j 
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h other forms of cut-off, since it is 
d to be a fact that the link is very 

ns of working steam expansively, t 
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would be expected. If it were not for compression 
there would undoubtedly be much greater difTerence 
between the diagrams. Compression in 40 is ac- 
countable for the close approximation to boiler-pres- 
sure, and this high pressure at the beginning helps in 
keeping the pressure up to the end of the stroke. 
Both diagrams show a good deal of falling off in pres- 
sure — initial expansion — before cut-off, and this is of 
course the greatest at the higher speed — that is, in 
40. The back- pressure is also somewhat higher in 
40. In both 39 and 40 the back-pressure increases 
as the opening for exhaust gradually narrows, so 
much so that it cannot be told from either diagram 
where exhaust-closure took place. This increase in 
back-pressure before exhaust-closure is greater in 40 
than in 39, owing to the higher speed. 

In calculating loss from back-pressure it should be 
reckoned up to the point of exhaust-closure only; 
after that the steam present is saved for further use. 
But as increase of pressure at the time of exhaust- 
closure increases the pressure at the end of compres- 
sion, and as at this point it should not be greater than 
steam-chest pressure, it follows that if there were never 
more than 3 or 4 instead of 10 or 15 pounds pressure 
(above atmosphere) when the exhaust closed, clear- 
ance might be less. 

ECONOMY OF THE LINK-MOTION. 

The diagram in full lines. Fig. 41, is from a locomo- 
tive-engine with cylinders i6"X22", at a speed of 248 
revolutions, or a piston-speed of gog feet, per minute. 
This diagram is interesting as compared with those 
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from this is apparent, but is modified by early 
closure. Some saving would result from reducing thi 
clearance and compression — that is, if both were re- 
duced. 

Comparing the actual with the hypothetical diagram, 
the efficiency of the latter over the former is between 
14 and 15 per cent, not 25 or 40 per cent. That 
assuming that the clearance, ^J- per cent, as repre- 
sented by the full clearance-line, could with safety be 
reduced one half, as represented by the dotted clear- 
ance-line ; that the back-pressure maybe less than 2 
pounds, and that as good steam-line as that shown in 
the dotted diagram may be had, the dry steam ex- 
hausted would be 20 pounds per hour for the actual, 
and a little more than 17 for the hypothetical, dia- 
gram. This would not be all gain, as the somewhat 
greater extremes of temperature in the cylinder in the. 
instance of the hypothetical diagram would result in 
correspondingly greater condensation, and hence loss, 

It is customary with those who condemn the link- 
motion to stop here and charge all this loss of effi- 
ciency to it. As a matter of fact, the link is responsible 
for only a very small part of it. To appreciate this it 
is only necessary to look at another condition that 
equally with the valve-motion influences the steam- 
distribution, viz., the dimensions of ports. In this cas< 
the steam-ports are ij"xi4". in area between -^\ 
and -jVt'i t''^^ °f t^^ piston. In the best stationary- 
engine practice, with which it is the custom to com- 
pare the link-motion, this proportion would not be ac- 
cepted for a piston-speed much greater than one half 
that at which this diagram was taken ; and to produce 
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a diagram equal to the one sketched for comparison 
from a modern automatic cut-off stationary engine, the 
area of ports would need to be nearly double what it is 
in this case. If the area of the ports is increased as in- 
dicated, and the link-motion used, the most of this dif- 
ference against it will disappear. The opinion that 
small ports are a part of the link-motion, or at least that 
they are a necessity when the link is used, although 
entirely without foundation, is almost universal. By 
balancing or relieving the valve of pressure, as is done 
in stationary-engine practice, there is no more objec- 
tion to large ports in one instance than in the other. 

With regard to the 6 pounds back-pressure, the out- 
side lap of valve is | inch, inside lap o ; hence the area 
of port-opening for exhaust at the beginning of the 
return-stroke is not less than ii square inches, w/«7^ 
all the steam exhausted must pass through a nozzle hav- 
ing an area of only 5 square inches, something not al- 
ways considered in discussing the efficiency of the link- 
motion. 

The diagram shows, so far as a diagram from the 
link-motion at a single point of cut-off and from one 
end of the cylinder can show, very correct valve-setting. 
Compression cannot well be carried higher, because it 
is necessary to provide for shorter cut-off, in which the 
exhaust-closure will be earlier. 

L LOCOMOTIVE- 

Fig. 42 illustrates the calculation of the steam-con- 
sumption from a locomotive -diagram according to 
Thompson's table. Measuring the mean effective 
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pressure, It is found to be 36.25 pounds, and the tJ 
minal pressure above vacuum is 31.2, In the taU 
against 31 and under 2 is the number 1062.859. Tlj 
number divided by 36.25 gives 29.3, the steam - 
sumption uncorrected for clearance and compressiM 




The length of line tE is 2.3 inches, and of tC 3.2 
inches; hence 

29.3 X 2-3 _.^ 
3-2 

the pounds of dry steam exhausted per horse-power per 
hour. Assuming the water present to have been 20 
per cent of the steam, the water-consumption 
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horse-power per hour would be about 25I pounds. 
This diagram is not used because it is a particularly 
good one so far as economy is concerned, but because 
it happens to be a good one for the purpose for which 
it is wanted. 

FINDING THE HORSE-POWER. 

In computing the horse power from locomotive-dia- 
grams it is convenient to find a constant multiplier for 
one pound mean effective pressure and one revolution 
per minute; then the mean effective pressure multi- 
plied by the revolutions per minute and by this con- 
stant multiplier will give the horse-power of any dia- 
gram. Thus, say the area of piston is 250 inches, and 
the stroke 24 inches : each revolution gives 4 feet pis- 
ton-travel, and a constant multiplier for ore cylinder 
of that engine is 

250 X I X 4 

~- = -0303. 

33000 ^ -^ 

Suppose the revolutions per minute when a particular 
diagram was taken to have been 200, and the mean 
effective pressure of the diagram 60 pounds, then 
200 X 60 X .0303 = 363,6, the horse -power of one 
cylinder. 

THE EFFECT ON THE DIAGRAM OF THE STEAM-DISTRIBU- 
TION PECULIAR TO THE LOCOMOTIVE. 

An inspection of any of the diagrams from locomo- 
tives taken at short cut-off illustrates why it is com- 
paratively easy to get such diagrams at high speeds. 
At high speed cut-off is short, and compression begins 
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early in the return-stroke, previous to which the back 
pressure is somewhat increased by the gradual narrow- 
ing up of the port-opening. The pencil and other 
reciprocating parts of the indicator are thus gradually 
started upward, and occupy considerable time in get- 
ting to their highest position. At the same speed in 
an engine in which exhaust-closure does not occur 
until near the end of the return-stroke the pencil is 
forced more nearly instantly to its higjiest position, 
and the inertia of the reciprocating parts of the indica- 
tor plays an important part in distorting the diagram. 

Cut-off in the locomotive at high speed is also gra- 
dual, and the decrease of pressure previous to cut-off 
is considerable, so the fall of the pencil is gradual 
rather than abrupt. If the attempt were made to get 
a diagram from an engine in which the steam-distribu- 
tion was like that represented in Figs. 10 or 22, at a 
speed corresponding to 60 miles an hour with the ■ 
locomotive, considerable trouble would be experienced. | 
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CHAPTER XVI. 
OTHER USES OF THE INDICATOR. 

STEAM-CHEST DIAGRAMS, 

Thus far the indicator has been considered in itt 
application to the cylinder of the steam-engine. It is 
equally applicable to the cylinders of air and gas en- 
gines, or to any purpose where quickly varying fluid- 
pressure is to be recorded. In connection with the 
steam-engine its application to the steam-pipe or steam- 
chest is frequently important. If upon applying the 
indicator to the cylinder of a steam-engine it is found 
that there is a material loss of pressure between the 
boiler and cylinder, it is desirable to know what is re- 
sponsible for this loss. The stricture may be in the 
ports, or it may be In the steam-pipe. If the indicator 
is applied to the steam-chest, motion being had the 
same as when it is used on the cylinder, it will show 
what the pressure is there during the stroke of the pis-' 
ton, and by comparison how much of the loss of pres-| 
sure is due to the effort of the steam in getting through^ 
the ports. 

A diagram something like 43 may be expected from' 
the steam-chest. This diagram was taken from the 
steam-chest of an automatic engine with boiler-pres- 
sure 75 pounds, represented by B. When the valve 
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opei:3 for admission the pressure suddenly falls to C, 
about 3 pounds. Steam is cut off at D, from which 
point the pressure rises very quickly to E, 2 pounds 
higher than boiler-pressure. It seemed at first that 




this rise of pressure higher than that in the boiler v 
not probable, and a test was made of the indicator and 
steam-gauge; they were found to agree exactly. It 
then appeared evident that the rapid flow of steam to 
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the pteaui-chest while steam was being admitted to the 
cyUnder could not be instantiy checked, and did nc 
cease until the pressure was increased by 2 pounds,* 

BlACRAMa FKOM rUMPH. 

The indicator has been of great advantage in brinj 
ing about improvements in the construction of pump- 
cyUndcrs, especially in those for water-works, or for 
handling large quantities of water. The nearer the 
diagram from a pump is to a rectangle the better prac- 
tice it represents. Fig. 44 shows all that can be de- 
sired in this respect. The distance from the atmos- 
pheric line to the lower line represents the suction, 
greater or less according to the height the water is 
lifted and to the freedom with which it passes to the 
pump. The upper line represents the pressure against 
the plunger or piston in forcing the water out; this 
pressure is due to the height to which the water is 
forced and the friction it encounters. 

Beginning with the right-hand lower corner of the 
diagram, the cylinder being full of water, the pressure 
rises, as soon as the motion of the plunger begins, to 
87 pounds above atmosphere, and continues constant 
to the end of the stroke, showing that there was no 
shock due to starting the water-column, and that the 
passage of the water from the pump-cylinder was prac- 
tically without resistance. At the very beginning of 
the return stroke the pressure instantly fell to about 8 
pounds below atmosphere, the degree of vacuum re- 

•Mr. Charles T. Porter was, so far as Ihe writer knows, the first 
lo call attention to this somewhat curious but entirely natural be- 
havior of steam in the steam-chesc. 
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i-cliarge-line, showing with 
i'^d the suction-valves. 
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Such a diagram as this shows an absence of shock td 

the pump, and that a cylinder full of water is handled. 
In contradistinction to this diagram, diagrams are 
often taken from pumps that show enormous shocks 




to the parts, and only partial filling of the cylinder. ' 
Fig. 45 is a fair specimen of what should be avoided. ' 
It represents ancient and some modern practice. 

If the lines of a pump-diagram enclose a rectangular 
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figure, it may be assumed that the working of the 
pump is satisfactory. If there is undue friction of the 
water in getting into or out of the cylinder it will be 
greater at some parts of the stroke than at others, and 
this will be shown by corresponding inclinations of the 
suction and discharge-lines. If the cylinder is not 
filled with water, the line, as at the right in Fig. 44, 
will not be vertical. Shocks ind jars and intermittent 
action will be shown by abrupt irregularities in the 
lines, as in Fig. 45. 
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CHAPTER XVII. 
STEAM-ENGINE ECONOMY. 

GENERAL CONSIDERATIONS. 

SteaM-ENGINE economy in a broad sense involves 
considerations of construction and desi<^n, as well as 
evervthinsf that enters into cost of maintenance and 
operation. With the engineer in charge of engines 
and boilers, however, the problem is ordinarily that of 
getting the best possible results from machinery al- 
ready constructed and placed in his charge. An im- 
portant part of his education is in the direction of how 
best to accomplish this end, and the value of his ser- 
vices is largely dependent upon his ability in this 
direction. Economy to him means keeping down the 
fuel account, having small bills for repairs, little or no 
loss from enforced stoppages, maintaining regular 
speed, and having the least possible loss from de, 
terioration. 

The cost of fuel is always an important matter, but 
sometimes it is of more importance that there be no 
enforced stoppages, or that the speed be very regular. 
The engineer must study this in any particular in* 
stance, and govern himself according to circumstances. 
10 
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UNDERLOADED ENGINES. 

So far as the use of fuel goes, an engineer often finds 
himself confronted with conditions that render the at- 
taining of good economy impossible. The only course 
then is to make the best of bad surroundings. The 
condition unfavorable to fuel economy most likely to 
be met with is an engine too large for its work. In a 
non-condensing engine the useless work of moving the 
piston against the pressure of the atmosphere must 
always be done. The resistance the piston meets with 
from the atmosphere being, in round numbers, 15 
pounds per square inch, if the mean effective pres- 
sure required to do the work is but 15 pounds, then as 
much work is done in overcoming the atmospheric 
resistance as is done in overcoming the friction of the 
parts and doing the useful work. If the load is in- 
creased so that the mean effective pressure is 45 
pounds, only one third as much work is done against 
the atmosphere as against the other resistances. One 
reason, then, and a v^xy important one, why an under- 
loaded engine works with poor economy is that the 
useless work is too large a fraction of the total work 
done by the steam. So far only the useless work of 
overcoming the resistance of the atmosphere has been 
referred to. There will be, besides this, some further 
back-pressure which will not increase in proportion as 
the mean effective pressure is increased, and this, so 
far as it goes, strengthens the reason just given. 

In a condensing-engine the piston has always to be 
moved agamst- pressure due to imperfect vacuum, and 
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some back-pressure besides, so the same reason holds | 
good, but not to the same extent. 

Another reason why poor economy and h'ght loads j 
go together is that part of tlie work done in the cyHn- 
der of a steam engine is done to overcome friction of 
moving parts, and this friction does not increase as 
fast as the load is increased; it is sometimes nearly as 
great with no load as with the engine fairly loaded. 

A third reason, which has been previously briefly 
referred to, is condensation of steam in the cylinder. 
When ordinary dry steam from the boiler enters the 
cylinder, cooled by the low temperature during expan- 
sion and exhaust, a very materia! portion of it is con- 
densed, parting with its latent heat to bring up the 
temperature of the exposed surfaces. In an engine 
lightly loaded the steam thus condensed is a larger 
fraction of the total steam used than in one more heavily 
loaded. The exact loss from condensation cannot 
from present knowledge of the subject be calculated, 
or very closely approximated, so that it cannot be told 
by calculation just what the mean effective pressure on 
an engine should be for the best economy in fuel-con- 
sumption. Experimentally it has been found that 
with steam from 70 to 90 pounds, by gauge, the best 
economy in a non- condensing engine obtains when 
the load is such that cut-off will be not much, if any, 
earlier than one-quarter stroke. With this cut-off the 
terminal pressure will be from 5 to 10 pounds above 1 
atmosphere. At lower steam-pressure than named the 
cut-off should be still later. With condensing engines | 
the cut-off may be such that the terminal pressure will j 
be at atmosphere, or a little below. 
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But the engineer has to do with the engine under- 
loaded,— loo large for the work,— and must consider 
how he can keep the coal-consumption down without 
loss in some other direction. When the cut-off is ma- 
teriaily before quarter- stroke, so much 50 that the ter- 
minal pressure in a non-condensing engine is below 
atmosphere, it is in the interest of economy to reduce 
the speed. This is not, however, always practicable. 
Sometimes the construction of the engine is such that 
a change of speed will disarrange the governor to such 
an extent that the regulation will be poor; in other 
instances it is merely a matter, so far as the governor 
is concerned, of a change of a pulley. J 

Another important consideration in a proposed r&fl 
duction of speed is the weight of ily-wheel. Good ' 
regulation cannot be had with a fly-wheel too light for 
the work. If the fly-wheel is only of sufficient weight 
for the speed as it is, if the speed is reduced it will be 
too light. The momentum of a fly-wheel varies as the 
diameter and as the square of its revolutions; hence, 
reducing the speed decreases its capacity rapidly. 
There are several rules for determining the proper 
weight of a fly-wheel, the following of which is perhaps 
as simple as any: 

Rule for finding the weight of the rim of a fly-wheel 
for an automatic engine. Multiply 6,000,000 by the in- 
dicated horse-power of the engine, and divide the pro- 
duct by the diameter of the wheel in feet multiplied 
by the square of its number of revolutions per minute. 

Take, for example, an engine developing 75 indi- 
cated horse-power, having a fly-wheel pulley 14 feet 
diameter, running 80 revolutions per minute: what 
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should be the weight of metal in the rim of the wheel? 
6,ocx),ooo X 75 = 450,000,000 ; the square of 80 is 80 X 
80 = 6400, and 6400 X 14 = 89,600. Then 450,ooo;ooo 
-^ 89,600 :^ 5023 pounds for the weight of the rim of 
the wheel. 

Some builders use a larger constant than 6,000,000, 
which gives greater weight of wheel, but more use a 
smaller constant. The rule, as given above, gives very- 
regular turning, and may be safely employed by the 
engineer. Cast-iron weighs about .26 pound per cubic 
inch; so by finding the cubic inches in the rim of the 
wheel, and multiplying by this decimal (-26), the weight 
will be found with reasonable exactness ; then finding 
by the use of the indicator the horse-power developed, 
it can be told whether the speed can be decreased with 
satisfactory results without increasing the weight of 
wheel. For full-stroke engines a wheel of three fourths 
the weight, as above found, will generally answer the 
requirements. The diameter of the wheel may, if a 
fly-wheel pulley is used, be measured from the outside. 
Where a square-rimmed wheel is used the diameter 
should be measured from the centre of the rim, so as 
to get the mean of the outside and inside diameters. 

In some instances, where close regulation and even 
turning are not very essential, the speed may be re- 
duced so as to bring the fly-wheel proportion con- 
siderably less than found by the rule given. Judg- 
ment must be used in considering this. In other in- 
stances a plain fly-wheel may be placed beside the fly- 
wheel pulley. 
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WORKING WITH LOWER STEAM -PRESSURE. 

Reducing the speed is usually the only practici 
means of increasing the economy of fuel-consumption 
in an underloaded non-condensing engine. By this 
means the useless work done against the pressure of 
the atmosphere is diminished, the inevitable loss from 
filling the ciearance-space with steam at every stroke is 
less, because the number of times this space is filled, 
per minute or per hour, is less, and friction is generally 
reduced. A slight saving may sometimes be efTected 
by working with reduced steam-pressure; but what it 
will amount to, if anything, can only be told by trial. 
It will depend upon the steaming qualities of the boiler 
under the higher and the lower pressures ; upon the 
construction of the engine, particularly as to whether 
the valves work under full pressure or are wholly or 
partially balanced ; upon whether leakage will be less 
at low-pressure ; and upon a variety of conditions that 
cannot well be enumerated. Usually in a well-con- 
structed engine, unless expansion is considerably — say 
2 or 3 pounds at least — below the atmosphere, work- 
ing with lower boiler-pressure will not decrease the 
coal-consumption. If advisable to reduce the initial 
pressure, better results will usually follow a small 
amount of throttling, keeping the boiler-pressure as it 
is. Reducing the boiler-pressure in the instance of an 
underloaded condensingengine is much more likely to 
save fuel than in one worked non-condensing. In any 
case, as previously intimated, the efTect can only be 
known by trial. Weighing the coal used running both 
ways will settle the matter conclusively. 
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OVERLOADED ENGINES. 

If an engine is overloaded the remedy that most na- 
t^a rally suggests itself is to increase the speed. The 
diagram will show, by the freedom with which the 
steam gets into and out of the cylinder, whether in this 
resj)ect higher speed is advisable, or will accomplish 
the end sought. If initial pressure is nearly equal to 
boiler-pressure, with only a pound or two of back-pres- 
sure, then there will be no trouble in increasing the 
speed from 10 to 20 per cent, if the wearing and moving 
parts can be run faster without danger or inconveni- 
ence. If the diagram shows that the steam-passages 
are small for the present speed, then but Httle will be 
gained in the way of additional power by increasing 
the speed, while there may be a loss in economy of 
fuel. Increasing the speed of an engine ought to im- 
prove the regulation, because it increases the capacity 
of the fly-wheel. 

WORKING WITH HIGHER STEAM-PRESSURE. 

Frequently the very best remedy for an overloaded 
engine is increasing the steam-pressure. Doing this 
of course involves previous considerations of the 
strength of the boiler, and of various parts of the 
engine, as well as the amplitude of the wearing sur- 
faces to resist the higher pressure. When there are 
no objections to increasing the pressure, doing so gen- 
erally increases economy, for reasons previously ex- 
plained. 

ADDING A CONDENSER. 

Another plan for helping out an overloaded non- 
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condensing engine is to add a condenser. Where fairly 
high pressure of steam is carried — say, not less than 75 
pounds gauge-pressure — and the cut-off is from one- 
quarter to one-third stroke, a condenser will, by add' 
ing from 9 to 1 1 pounds pressure below atmosphere, 
shorten the cut-off, and the economy will be increased. 
Adding a condenser to a lightly-loaded engine working 
with high steam-pressure, in the expectation of saving 
coal, as is frequently done, will generally end in disap- 
pointment. Condensation in the cylinder will be in- 
increased, and colder feed must be used, the two fre- 
quently neutralizing all that is otherwise gained by the 
use of the condenser. 

When, from any cause, it is necessary to materially 
reduce the steam-pressure carried, thus in effect mak- 
ing the engine small for the work, then a condenser is 
a valuable addition. 

HEATING FEED-WATER. 

In a non-condensing engine advantage should always 
be taken of heating the feed-water by the exhaust- 
steam. In this way a saving of coal equal to from 10 to 
15 per cent will be effected, besides which it is much 
better for the boiler to feed hot water. With a con- 
densing-engine there is very little gain from the use of 
a heater, provided the temperature of the hot-well is 
not unnecessarily low. 



CHAPTER XVIII. 
TABLES. 

TABLE I. 

s OF Circles in Square Inches. 
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15 
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TABLE \.— Continued, 



Diameter 


Area in square 


Diameter 


Area in square 


Diameter 


Area in square 


in inches. 


inches. 


in inches. 


inches. 


in inches. 


inches. 


8f 


55.088 


I3f 


148.490 


I9i 


287.272 


8i 


56.745 


I3i 


151. 201 


I9i 


291.040 


8f 


58.426 


14 


153.938 


I9f 


294.832 


81 


60.132 


I4i 


156.700 


I9i 
I9t 


298.648 


8i 


61.862 


I4i 


159.485 


302.489 


9 


63.617 


I4f 


162 . 296 


I9f 


306.355 


9i 


65.397 


I4i 


165.130 


I9i 


310.245 


9i 


67 . 201 


I4i 


167.990 


20 


314.16 


9f 


69.029 


I4i 


170.874 


20i 


318.10 


9i 


70.882 


I4i 


173.782 
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322.06 


9* 


72 . 760 


15 


176.715 


20f 


326.05 


9l 
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179.673 
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330.06 


9l 
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182.655 
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334.10 


lO 
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I5f 


185.660 
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338.16 
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80.516 
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188.692 
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82.516 
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21 
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84.541 
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197.933 
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354.66 
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88.664 


16 
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358.84 
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204.216 
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363.05 
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II 


95.033 
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Hi 
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i6i 


213.825 
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Hi 
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22 
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i6f 
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384.47 


Hi 
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388.82 
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17 


226.981 


22f 
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108.434 
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230.331 
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397.61 


Hi 
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233.706 


22f 


402 . 04 


12 
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237.105 


22f 


406.49 


I2i 


115.467 
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410.97 
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IJ7.859 
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23 
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424.56 
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18 
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429.13 
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258.016 
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438.36 


13 
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447.69 
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iSf 


272.448 


24 


452.39 


i3l 
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i8f 


276.117 
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457.11 
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i8i 


279.811 


24i 


461.86 


I3i 


145 . 802 


19 


283.529 


24I 


466.64 
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TABLE l.^Continued. 



Diameter 


Area in square 


Diameter 


Area in square 


Diameter 


Area in square 


in inches. 


inches. 


in inches. 


inches. 


in inches. 


inches. 


24i 


471 -44 


29J 


700.98 


35i 


975.91 


24i 


476.26 


30 


706.86 


35l 


982.84 


24f 


481. II 


30i 


712.76 
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989.80 


24I 


485 . 98 
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718.69 


35f 


996.78 


25 


490.87 


3of 
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35f 
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495.80 
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736.62 


36 
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36i 
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1032.06 
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515.73 


31 


754.77 
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26 
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1067.96 
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37 
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791.73 


37i 


1082.50 


26i 
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556.76 


32 
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1097. II 


26f 


562.00 
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567.27 
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27 
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38 
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33 
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INDICATOR PRACTICE. 
TABLE \~CoHti,rjid. 
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TABLE l.—Continued, 



Diameter 

in inches. 



95l 
96 

96I 
97 



Area in square 


Diameter 


inches. 


in inches. 


7200.60 


97i 


7238.25 


97i 


7275.99 


97f 


7313-84 


98 


7351.79 


98i 


73S9.83 


98i 

1 



Area in square 
inches. 



7427.97 
7466.21 

7504.55 
7542.98 

7581.52 
7620.15 



Diameter 
in inches. 



9Sf 

99 

99I 

99i 

99f 
100 



Area in square 
inches. 



7658.88 
7697.71 
7736.63 
7775.66 
7814.78 
7854.00 



The area of a circle larger than in the table may be 
found by squaring the diameter and multiplying the 
product by the decimal .7854; but it may generally be 
more easily found by the use of the table. Thus, to find 
the area of a circle 120 inches = 10 feet diameter, find 
in the table the area of a circle 10 inches diameter and 
multiply by 144, the number of square inches in a foot. 
The area of a lo-inch circle is 78.54 square inches, and 
of a lo-foot circle 78.54 square feet, or 78.54 X 144 = 
11309.76 square inches. Again, the areas of circles 
vary as the squares of their diameters; hence, to find 
the area of, say, a circle 1 50 inches diameter, find in 
the table the area of a 75-inch circle and multiply by 4; 
or find the area of a 50-inch circle and multiply by 9. 
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TABLE II. 
Properties of Saturated Steam. 

{Abridged from Tables calculated by Charles T. Parter.) 



Absolute 


Temperature 
in degrees, 
Fahrenheit. 


Heat-units per 


Heat-units 


Weight in 




pressure in 


pound 


per pound 


decimals of a 


Specific 


pounds per 


reckoning 


contamed in 


pound per 


volume. 


square inch. 


from zero. 


the water. 


cubic foot. 




I 


102 


II45 


102. 1 


.0030 


20620 


2 


126.3 


I152.5 


126.4 


.0058 


10720 


3 


141. 6 


1157-1 


141.9 


.0085 


7326 


4 


153. 1 


I160.6 


153. 4 


.0112 


5600 


5 


162.3 


I163.4 


162.7 


.0137 


4535 


6 


170. 1 


II65.8 


170.6 


.0163 


3814 


7 


176.9 


I167.9 


177.4 


.0189 


3300 


8 


182.9 


II69.7 


183.5 


.0214 


2910 


9 


188.3 


I171.4 


188.9 


.0239 


2607 


ID 


193.2 


I172.9 


193.9 


.0264 


2360 


II 


197.8 


II74-2 


198.5 


.0289 


2157 


12 


202 


1175.5 


202.7 


.0313 


1988 


13 


205.9 


1176.7 


206.7 


.0337 


1846 


14 


209.6 


1177.9 


210.4 


.0362 


1722 


14.7 


212 


1178.6 


212.9 


.0380 


1644 


15 


213. 1 


1178.9 


213.9 


.0387 


1612 


16 


216.3 


1179.9 


217.2 


.0413 


1514 


17 


219.4 


1180.9 


220.4 


.0437 


1427 


18 


222.4 


1181.8 


223.4 


.0462 


1351 


19 


225.2 


1182.6 


226.3 


.0487 


1282. I 


20 


227.9 


1183.5 


229 


.0511 


1220.3 


21 


230.5 


1184.2 


231.7 


.0536 


1164.4 


22 


233 


1185 


234.2 


.0561 


1113.5 


23 


235.4 


1185.7 


236.7 


.0585 


1066.9 


24 


237.7 


1186.5 


239 


.0610 


1024. I 


25 


240 


1187.1 


241.3 


.0634 


984.8 


26 


242.2 


1167.8 


243.5 


.0658 


948.4 


27 


244.3 


1188.5 


245.7 


.0683 


914.6 


28 


246.3 


1189 


247.7 


.0707 


883.2 


29 


248.3 


I189.7 


249.8 


.0731 


854 


30 


250.2 


I190.3 


251.7 


.0755 


826.8 


31 


252.1 


I190.8 


253.6 


.0779 


801.2 


32 


254 


I191.4 


255.5 


0803 


777.2 


33 


255.7 


1191.9 


257.3 


.0827 


754.7 
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TABLE II.- 


^Continued, 






Absolute 


Temperature 
in degrees, 
Fahrenheit. 


Heat-units per 


Heat-units W« 


(ight in 




pressure in 


pound, 


per pound decii 


nals of a 


Speci6c 


pounds per 
square inch. 


reckoning 
from zero. 


contained in poi 
the water. cub 


ind per 
)ic foot. 


volume. 


34 


257-5 


1192.5 


259.1 


.0851 


733.5 


35 


259,2 


1 193 


260.8 


0875 


713.4 \ 


36 


260.9 


II93.5 


262.5 


0S99 


694.5 


37 


262.5 


II94 


264.2 


0922 


676.6 


38 


264 


II94.5 


265.8 


0946 


659.7 


39 


265.6 


"95 


267-4 


0970 


643-6 


40 


267.1 


1195. 4 


268.9 


0994 


628.2 


41 


268.6 


II95.9 


270.5 


.1017 


613.4 


42- 


270.1 


1196.3 


272 


.1041 


599.3 


43 


271-5 


II96.7 


273.4 


.1064 


586.1 


44 


272.9 


II97-2 


274.9 


.1088 


573.7 


45 


274-3 


II97.6 


276.3 


.1111 


561.8 


46 


275.7 


1 198 


277.7 


.1134 


550.4 


47 


277 


II98.4 


279 


.1158 


539-5 


48 


278.3 


II98.8 , 


280.4 


.1181 


529 


49 


279.6 


II99.2 


281.7 


.1204 


518.6 


50 


280.9 


II99.6 


283 


.1227 


508.5 


51 


282.1 


1200 


284.2 


.1251 


499.1 


52 


283.3 


1200.4 


285.5 


.1274 


490.1 


53 


284.5 


1200.7 


286.7 


.1297 


481.4 


54 


285.7 


I20I.I 


288 


.1320 


472.9 


55 


286.9 


I2OI.4 


289.2 


.1343 


464.7 


56 


288.1 


I20I.8 


290.3 


.1366 


457 


57 


289.1 


1202. I 


291.5 


.1388 


449.6 


58 


290.3 


1202.5 


292.7 


.1411 


442.4 


59 


291.4 


1202.8 


293.8 


.1434 


435.3 


60 


292.5 


1203.2 


294.9 


.1457 


428.5 


61 


293.6 


1203.5 


296 


.1479 


422 


62 


294.7 


1203.8 


297.1 


.1502 


415.6 


63 


295-7 


1204. I 


298.2 


.1525 


409.4 


64 


296.8 


1204.5 


299.2 


.1547 


403.5 


65 


297.8 


1204.8 


300.3 


.1570 


397.7 


66 


298.8 


1205. I 


301.3 


.1592 


392.1 


67 


299.8 


1205.4 


302.4 


.1615 


386.6 


68 


300.8 


1205.7 


303.4 


.1637 


381.3 


69 


301.8 


1206 


304-4 


.1660 


376.1 


70 


302.7 


1206.3 


305-4 


.1682 


371.2 


71 


303.7 


1206.6 


306.4 


.1704 


366.4 


72 


304.6 


1206.9 


307-3 


1726 


361.7 


73 


305.6 


1207. I 


308.3 


1748 


357.1 


74 


306.5 


1207.4 


309.3 

- 


1770 


352 6 
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lABLE U.-Co»tittutJ. 


1 


?s™dru? 


Fahreoheh'. 


reckoning 


Xt? 


Welgbi in 


Speciiic ^^| 
volume. ^H 


square inch. 




f.ora lero. 


Ihe Wfller. 


cubic fuoL 


^H 


75 


307 4 


1307.7 


310.2 


■ 792 


^H 


76 


30S 


3 


laoS 


311.1 




18,4 


^H 


77 
78 


309 
310 




IZ08.Z 
1208.5 


312 
313 




1836 


34" ^H 
336 H 


79 


3to 


9 


1208.8 


313.8 






^H 


So 


311 


S 


1209 


314 


7 




1901 


328 


3 


Si 


3" 


7 


1209.3 


315 


6 




1923 


324 


6 


S2 


313 


S 


1209.6 


316 


5 




1945 


320 




83 


314 


4 


l2og.8 


3'7 


3 




1967 


3'7 




84 


315 






31a 






1989 


313 




85 


316 






319 








3 ID 




85 


316 


8 




319 


9 




2032 


307 




87 


3>7 


6 


I2I0.3 


320 


7 




8053 


304 




88 


3t8 


5 




321 


5 




207s 


300 




89 


319 


3 




322 


4 




2097 


297 




■ go 


320 






323 






2118 


294 




91 


3KO 




1211.8 


324 






3139 






ga 


321 


6 




324 


S 




ZI61 






93 


322 




1212-3 


32s 


6 




2183 


386 




94 


323 




1212,5 


326 


4 




2304 


283 




95 


323 


9 


1212.7 


327 






2235 


280 


6 


96 


324 


6 


1213 


327 


9 




2245 


37a 




97 


325 


4 


1213.2 


328 


7 




2267 


275 


4 


9a 


326 




1213.4 


329 






22S8 


272 


8 


99 


326 


8 


1213.6 


330 






2309 


270 


3 




327 


6 


I213.8 


331 






3330 


267 


9 




328 


3 


12 14 


331 


7 




2351 


265 


5 




329 




I214.3 


332 


4 




2372 


263 




103 


329 


7 


1214.5 


333 






2392 


260 


9 


I<M 


330 


4 


1214.7 


333 


9 




2413 


258 


7 


105 


33' 




1214,9 


334 


6 




2434 


255 


S 


106 


331 


8 


1215.1 


335 


3 




2455 


254 


3 


107 


332 


5 


1215.3 


336 






247s 


252 




108 


333 




1215.6 


336 


7 




2496 


250 




109 


333 


9 


I215.8 


337 


4 




3517 


248 ^ 




334 


5 


I2l6 


338 






253S 


246 M 




335 




1216.2 


33a 


8 




2558 


■ 




335 


9 


I2I6.4 


339 


S 




2379 


242 ■ 


113 


336 


5 


1216.6 


340 






2599 


^M 


114 
"5 


337 
337 


S 


1216.8 
12:7 


340 
341 


8 

5 




2630 
2640 


233.2 H 
^1 


116 


338 s 


1217.2 


342.2 


8661 


234.5 ^H 


M 








^^^^^H 


^^^ 




^H 


^^^ 


^^^ 


^^^^^H 
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TABLE W.^Continued, 



Absolute 
pressure in 


Temperature 
in degrees. 


Heat-units per 
pound. 


Heat units 
per pound 


Weight in 
decinuils of a 


Specific 


pounds per 


reckoning 


contained in 


pound per 


volume. 


square inch. 


A AlllvUudVs 


from zero. 


the water. 


cubic foot. 




"7 


339-' 


1217.4 


342.8 


.2682 


232.7 


Il8 


339-7 


1217.6 


343.5 


.2702 


231 


119 


340.4 


1217.8 


344.2 


.2722 


229.3 


120 


341 


1217.9 


344.8 


.2743 


227.6 


121 


341.6 


1218.I 


345-4 


•2763 


226 


122 


342.2 


1218.3 


346.1 


.2783 


224.4 


123 


342.9 


1218.5 


346.7 


.2803 


222.8 


124 


343-5 


1218.7 


347.3 


.2823 


221.2 


125 


344.1 


1218.9 


348 


.2843 


219.7 


126 


344-7 


1219.I 


348.6 


.2862 


218.2 


127 


345-3 


1219.3 


349-2 


.2882 


216.7 


128 


345.9 


1219.4 


349-8 


.2902 


215.2 


129 


346.5 


1219.6 


350.4 


.2922 


213.7 


130 


347.1 


1219.8 


351. 1 


.2942 


212.3 


131 


347.6 


1220 


351.7 


.2962 


210.9 


132 


348.2 


1220.2 


352.3 


.2982 


209.5 


133 


348.8 


1220.4 


352.9 


.3001 


208.1 


134 


349-4 


1220.5 


353.5 


.3021 


206.7 


135 


350 


1220.7 


354.1 


.3040 


205.4 


136 


350.5 


1220.9 


354.6 


.3060 


204.1 


137 


351.1 


I22I 


355.2 


.3080 


202.8 


138 


351.7 


I22I.2 


355.8 


.3099 


201.5 


139 


352.2 


I22I.4 


356.4 


.3119 


200.2 


140 


352.8 


I22I.5 


357 


.3139 


199 


141 


353.3 


I22I.7 


357.5 


.3159 


197.8 


142 


353.9 


I22I.9 


358.1 


.3179 


196.6 


143 


354.4 


1222 


358.7 


.3199 


195.4 


144 


355 


1222.2 


359.2 


.3219 


194.2 


145 


355-5 


1222.4 


359.8 


.3239 


193 


146 


356 


1222.5 


360.4 


.3259 


191. 9 


147 


356.6 


1222.7 


360.9 


.3279 


190.8 


148 


357.1 


1222.9 


361.5 


.3299 


189.7 


149 


357.6 


1223 


362 


.3320 


188.6 


150 


358.1 


1223.2 


362.6 


.3340 


187.5 


151 


358.7 


1223.3 


363.1 


.3358 


186.4 


152 


359-2 


1223.5 


363.6 


.3376 


185.3 


153 


359-7 


1223.7 


364.2 


.3394 


184.3 


154 


360.2 


11223.9 


364.7 


.3412 


183.3 


155 


360.7 


1224 


365.2 


.3430 


182.3 


156 


361.2 


1224. I 


365.8 


.3448 


181. 3 


157 


361.8 


1224.3 


366.3 


.3467 


180.3 


158 


362.3 


1224.4 


366.8 


.3485 


179.3 
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TABLE W.— Continued, 



Absolute 


^^^* ^> - - ^^k .^h ^^L^K A ^^ ^^dk 


Heat-units per 


Heat-units We 


ight in 




pressure in 


Temperature 
in degrees, 
Fahrenheit. 


pound, 


per pound decii 


nals of a 


Specific 


pounds per 
square inch. 


reckoning 
from zero. 


contained in poi 
the water. cut 


ind per 
►ic foot. 


volume. 


159 


362.8 


1224.6 


367.3 


.3503 


178.3 


160 


363.3 


1224.8 


367.9 


3521 


177.3 


161 


363.8 


1224.9 


368.4 


3540 


176.4 


162 


364.3 


1225 


368.9 


.3558 


175.5 


163 


364.8 


1225.2 


369.4 


3577 


174.6 


164 


365.? 


1225.3 


369.9 


3596 


173.7 


165 


365.7 


1225.5 


370.4 


3615 


172.8 


166 


366.2 


1225.6 


370.9 


3634 


171. 9 


167 


366.7 


1225.8 


371.4 


3652 


171 


168 


367.2 


1225.9 


371.9 


.3671 


170. 1 


169 


367.7 


1226. I 


372.4 


3690 


169.2 


170 


368.2 


1226.2 


372.9 


3709 


168.4 


171 


368.6 


1226.4 


373.4 


3727 


167.6 


172 


369.1 


1226.5 


373-9 


.3745 


166.8 


173 


369.6 


1226.7 


374.4 


3763 


166 


174 


370 


1226.8 


374.9 


3781 


165.2 


175 


370.5 


1226 9 


375.4 


3799 


164.4 


176 


371 


1227. I 


375.9 


3817 


163.6 


177 


371.4 


1227.2 


376.3 


3835 


162.8 


178 


371.9 


1227.4 


376.8 


.3853 


162 


179 


372.4 


1227.5 


377.3 


3871 


161. 2 


180 


372.8 


1227.7 


377.8 


.3889 


160.4 


181 


373.3 


1227.8 


378.3 


.3908 


159-7 


182 


373.7 


1227.9 


378.7 


.3926 


• 159 


183 


374.2 


1228. I 


379.2 


.3944 


158.3 


184 


374.6 


1223.2 


379-7 


.3962 


157.6 


185 


375.1 


1228.3 


380.1 


.3981 


156.9 


186 


375.5 


1228.5 


380.6 


.3999 


156.2 


187 


376 


1228.6 


381. 1 


.4017 


155.5 


188 


376.4 


1228.7 


381.5 


.4036 


154.8 


189 


376.9 


1228.9 


382 


.4054 


154. 1 


190 


377.3 


1229 


382.4 


.4072 


153.4 


191 


377.7 


1229. I 


382.9 


.4090 


152.7 


192 


378.2 


1229.3 


383.3 


.4108 


152 


193 


378.6 


1229.4 


383.8 


.4125 


151. 3 


194 


379 


1229.5 


384.2 


.4143 


150.7 


195 


379.5 


1229.7 


384.7 


.4160 


150. 1 


196 


380 


1229.8 


385.1 


.4178 


149.5 


197 


380.3 


1229.9 


385.6 


.4196 


148.9 


198 


380.7 


1230. I 


386 


.4214 


148.3 


199 


381. 1 


1230.2 


386.5 


■4232 


147.7 


200 


381.6 


1230.3 


386.9 


.4250 


147. 1 
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In Table II. the column of temperature is the tern- 
perature, or sensible heat of steam, and the water with 
which it is in contact. 

Under Specific Volume is given the volume of steam 
at different pressures as compared with water. Thus, 
at 80 pounds absolute pressure steam occupies space 
328.3 greater than water. 

The heat-units contained in water at temperatures 
less than 102°, the lowest given in the table, may, 
without material error, be taken as the same as the 
temperature of the water. 

The latent heat of steam is not given in the table, but 
may be readily found by subtracting the heat - units 
contained in the water from those contained in the 
steam. As, for example, steam at 90 pounds absolute 
pressure contains 121 1.6, and water of a corresponding 
temperature 323.2 heat-units. Subtract the last-named 
number from the first, and the remainder is 888.4, 
which is the latent heat of steam at that pressure. 

ECONOMY OF HEATING FEED-WATER. 

Suppose the feed-water is at a temperature of 60°, 
and boiler - pressure 70 pounds, what would be the 
gain due to heating the water by exhaust-steam to a 
temperature of 202°? Seventy pounds pressure by 
gauge is (about) 85 pounds absolute. From the table 
the total heat of i pound of steam of that pressure is 
found to be 12 10.3 heat-units. The water contains 60 
units, leaving to be imparted 1 2 10.3 — 60 = 1 1 50.3. 
In the heater 202.7 — 60 = 142.7 heat -units are in- 
parted to the pound of water, a saving by the us^ rf 
the heater of 142.7 -^ 1 150.3 = 12 + per cent. 
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THE EVAPORATIVE DUTY OF BOILERS. 

The evaporative duty of boilers is usually given from 
and at 212°, in which the heat required to vaporize the 
water from that temperature, and under the pressure of 
the atmosphere, is accounted for. By the use of Table 
II. the evaporation from any temperature of feed-water, 
and at any pressure up to 2QO pounds per square inch, 
can be reduced to standard evaporation. Suppose a 
boiler is evaporating 8 pounds of water of a tempera- 
ture of 50° into steam of an absolute pressure of icx) 
pounds, what is the equivalent evaporation from and 
at 212°? The heat-units per pound of steam of icx) 
pounds pressure are 121 3.8, which, less 50 contained 
in the water, leaves 1163.8 to be imparted. The heat 
units in steam of 212° temperature is, by the table, 
1 178.6, and of the water 212.9. To evaporate water 
from and at 212° requires then 1178.6— 212.9= 9^5-7 
heat-units per pound. Multiplying the actual evapora- 
tion, 8 pounds, by 1 163.8, and dividing by 965.7, we 
have 9.64 pounds as the equivalent evaporation from 
and at 212^ 
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Num- 


Hypsrbolie 


Num- Hyptrbollt 


Num- 


Hyperbolic 


Num- 


Hyp'bolk 




lie. + -. 




LoK. + .. 




Ub- -(- .. 




lii. + . 


,., 


1. 095 




a.4Ba 


7.7 


3.041 


ao 


3-996 






1S2 






504 


7 


8 




054 




■ 4 


04s 


r-3 




862 






526 


7 


9 




067 




4 


091 


1.4 




336 






54S 


B 






079 


83 


4 


135 


1-5 




405 






569 








092 


24 


4 


'78 


1.6 


■ 


47" 






589 
609 
629 


S 
8 
g 






104 
116 

188 


25 
26 


4 
4 
4 


2q6 


1. 9 


J 


642 
693 






649 

668 


8 

6 






140 
15' 


a8 

89 


4 
4 


338 
367 






741 






6S6 


8 






163 


30 




401 










a 


705 


8 






r8s 


31 


4 


434 


8.3 




833 






723 


8 






186 


33 


4 


466 


a. 4 




87s 






740 


9 






■97 


33 




497 


!-5 




916 






75a 


9 






203 


34 


4 


586 


2.6 




955 






775 


9 






219 


35 




555 


S.7 




993 


6" 




792 


9 






830 


36 


4 


584 


a, 8 




030 


6.1 




S08 


9 






241 


37 




6« 


8.9 




065 


6. a 




8=3 


9 






251 


38 


4 


638 


3 




ogg 


6.3 




841 


9 


6 




261 


39 


4 


664 


3-1 




131 


6-4 




B56 


9 


7 




272 


40 


4 


6Bg 


3-2 




.63 


6-5 




872 


9 


B 




883 


45 


4 


807 


3.3 




196 


6.5 




887 


9 


9 




392 


50 


4 


912 


3.4 

3-5 


\ 


2Z4 

253 


6.7 
6.8 




902 
917 


n 




303 
396 


55 
60 


5 
5 


007 
094 


3.6 


\ 


28l 
308 
330 


6.9 

7 

7.r 




931 
946 
960 


13 




485 
565 
639 


65 

70 
75 


5 
5 

5 


174 

248 
317 


3-9 




3'>' 


7-8 




974 


IS 




703 


So 


5 


3S2 






386 






98B 


16 




773 


85 


5 


443 






411 








17 




833 


90 


5 


500 






435 






015 






Soo 


95 


5 


554 


4-3 


a. 459 


7.6 


3.038 


'9 


i«4 


100 


5.605 



'67 





rfMO 


N FRACTIONS WITH 


TH 


EIR DECIM 


AL EQUIVALENTS. 


^=" 


.S,r;^^,. 


Common 


equivalent. 


?="," 


Dpctmal 
equivileat. 


i 

1 




0.56 + 
0312 + 
D468 + 
0625 
0781 + 
0937 + 
1093 + 

1Z5 

14064- 
1562 -j- 
1718 + 
'875 
20314- 
2IS7-- 
2343 + 

kt 

3125 
3lS,+ 


! 

1 




3437 + 
3593 + 
375 

39064- 
406. 
4218 -f 
4375 
453' + 
4687 + 
4843 + 

51S6 + 
5312 + 
5468 + 
5635 
578< + 
5937 + 
6093-1- 
6i!5 

6406 + 
6562-1- 








7031 + 
71874 
7343 + 
75 

76564 
78H + 
7968 + 
8125 
S281 + 
8437 + 

3593 -r 
875 

9o5a-- 
9218 - - 

9375 
<)S3l + 
96874- 
9843 + 
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CHAPTER XIX. 
TESTING ENGINES AND BOILERS. 

ABSOLUTE EXACTNESS NOT POSSIBLE. 

Expert tests of engines and boilers, however care- 
fully and skilfully conducted, cannot be relied upon as 
being absolutely exact. There are chances for slight 
mistakes and elements of doubt which, while they may 
not very materially affect the results, will in a slight 
degree render them uncertain. The best that can be 
said of any tests of engines and boilers is that they are 
fairly accurate if the necessary care is taken in making 
them. But to be of any value every possible precaution 
should be taken to avoid and modify errors. 

DIFFERENT WAYS OF MAKING TESTS. 

There are several ways of testing a steam-engine. 
One of these — in which the heat in the exhaust-steam, 
that converted into work, radiated, etc., is accounted 
for — is too complicated for ordinary purposes, and will 
not be further referred to. 

In one of the plans in common use account is taken 
of the coal burned, the result appearing as coal per 
horse-power per hour. By this plan the engine and 
boiler are considered together ; hence it is a test of the 
steam-plant rather than of the engine. In some in- 
stances this may be exactly what is required ; in others 
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it is desirable to determine the economical efficiency 
of the engine witliout reference to the boiler furnish- 
ing the steam. Then it is customary to measure the 
water used, the result appearing as water per horse- 
power per hour. There is, generally speaking, less 
chance for error in calculating the economy of the 
plant as a whole than in finding that of either the en- 
gine or boiler separately. 

DETERMINING THE COAL USED PER HORSE-POWER PER 
HOUR. 

When this is what is required the work done by the 
engine in a given time is measured, and the coal 
burned in doing it weighed. A run of not less than 
10 hours should be made when at all practicable ; in 
fact it is better to extend the run to 20 or 24 hours. 
The greatest chances for error are at the beginning 
and conclusion of the test, and the greater the interval 
the less tlie final result will be affected by errors oc- 
curring at these times. 

MEASURING THE INDICATED HORSE-POWER. 

For this purpose diagrams from both ends of the 
cj'lindcr at intervals of 15 minutes will ordinarily be 
sufficient. At the conclusion of the run these are to 
be calculated, and the average mean effective pressure 
of all used in determining the horse-power. This in 
most cases will give the mean horse-power practically 
correct; there maybe special cases, when the power is 
extremely variable, where diagrams should be taken 
oftener than at intervals of 15 minutes. The judg- 
ment of the engineer must be used to get at a fair 
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average of the work done ; nothing in the way of sug. 

gestion can take the place of this. 

Since measuring a large number of diagrams is some- 
what tedious, it is always advisable to take precautions 
to shorten this operation. If a planimeter is used for 
measuring the area of diagrams it is worth while to be 
at some pains to adjust the drum-motion to get them 
even inches, or inches and half-inch, long. The pro- 
cess of computing the mean effective pressure by the 
use of the planimeter consists in finding the mean 
height of the diagram by dividing the area (taken from 
the reading) by the length, then multiplying this height 
by the scale of the spring. Sometimes the fractional 
part of the length is very awkward, and makes the 
process a long one. By a little attention the length of 
the diagram may be made such that the division 
will be much simplified, or that by cancellation with 
the number representing the scale of the spring no 
division will be necessary. 

DETERMINING THE COAL BURNED. 

This is by no means easy of accomplishment. Sev- 
eral plans, with various modifications, are employed, 
each of which has its advocates. One is to raise steam 
to working pressure, then draw the fire, and build a 
new one, weighing and charging up all wood and coal 
used to the termination of the test. To reduce the 
wood to its equivalent in coal, multiply the pounds of 
wood used by 0.4. Thus, if 50 pounds of wood are 
used in starting the new fire the equivalent in coal will 
be 50 X 0.4 = 20 pounds. 

At starting the fire, the water-level and steam-pres- 
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sure should be accurately noted, and these should be 
exactly the same at stopping the engine; they should 
also, as far as practicable, be kept constant during the 
entire run. The time of starting and stopping the . 
engine should be carefully noted ; the interval is the ] 
duration of the test. 

Immediately at the conclu.sion of the test the fire ' 
should be drawn and quenched, and the unconsumed 
coal picked out, weighed, and deducted from that 
charged up as being used. If it is desired to find the 
combustible used, everything that comes from the fire ; 
during and at the conclusion of the test should be 
weighed and deducted. 

The coal {and the equivalent in coal for the wood) 
supplied to the furnace, including that used in starling 
the fire, less the unconsumed coal weighed back, is the 
amount to be charged to the test. This divided by 
the average horse-power, and again by the duration in 
hours of the test, is the coal burned per horse-power 
per hour. 

Suppose for a run of 10 hours the average horse- 
power is 200 and the coal burned 4000 pounds; 4000 
divided by 200, and that again by 10, gives 2 pounds 
of coal per indicated horse-power per hour. 

An objection to this test is that there will inevitably * 
be some loss in hauling the fire and rebuilding, by cold 
air coming in contact with the heating surfaces and the 
brick-work. There is also likelihood of a small loss in 
picking out the unconsumed fuel. 

After building a new fire it must get going suffi- 
ciently to keep up steam before the engine is started; 
for this reason I have always found it advisable that 
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the steam be a little lower than the ordinary running 
pressure when the new fire is started. If the running 
pressure is 80 pounds, let it be 70 pounds when the 
fire is started, then start the engine when the pressure 
gets to 80 pounds; by this time the fire should be in 
condition to keep up steam. The stop should be naude 
at the conclusion of the test with the pressure at 70 
pounds. 

ANOTHER PLAN OF DETERMINING THE COAL BURNED. 

Another plan is, before beginning the test, to clean 
the fire, and in the operation of cleaning — shoving 
back and distributing over the grate again — to estimate 
very carefully the quantity of clean coal on the grate, 
or at least to make such observations as will enable a 
comparison to be made with the fire similarly cleaned 
and treated at the conclusion. In this way the test 
can be begun and concluded without stopping the en- 
gine, unless it is necessary to do so to find the water- 
level, as in the instance of a boiler that raises the water 
considerably. 

There is the objection to this test, that some error 
is certain in estimating the coal on the grate. If the 
fire is low when cleaned, and the test is of not less 
than 10 hours* duration, the error should not be serious. 
Of course all conditions should be the same, as near as 
maybe, at starting and stopping; this is a requisite in 
any test of engine or boiler. Dependence should never 
be placed upon calculations by figures to equalize con- 
ditions, as, for instance, between observations at the 
beginning and termination of a test, when it is possible 
to make these conditions practically uniform. 
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WATER PER HORSE-POWER. 

In the water-test of a steam-engine the water sup- 
plied to the boiler during the test is weighed, and the 
total amount used divided by the average horse-power 
developed and by the duration, in hours, of the test. 
The result is water per indicated horse-power per hour. 
Thus, if, as before, the horse-power is 200, the duration 
of the test 10 hours, and the water used 40,000 pounds, 
then 40,000 divided by 200 and by 10 gives 20 pounds 
of water per horse-power. 

A test of this kihd can be begun at any time by 
noting the steam-pressure and water-level, and there- 
after weighing the water supplied to the boiler. Some 
sort of tanks will have to be provided ; generally two 
barrels will answer. The arrangement should be such 
as to feed from one while the other is being filled. 

The chief objection to a water-test is the possibility 
of considerable water being carried from the boiler to 
the engine with the steam. This water will be charged 
to the engine, when its presence is harmful rather than 
helpful. Plans for determining the amount of water 
present in the steam are in use, but so far there is no 
dependence to be placed upon them, as shown by the 
most contradictory results obtained. Until those who 
have given much attention and thought to testing the 
quality of steam are able to do satisfactory work it will 
be useless for others to attempt it, unless indeed they 
can devise a plan superior to any at present practised. 
With well-constructed boilers the water carried over 
with the steam is not a serious quantity. With over- 
worked boilers of bad construction it may be a con- 
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siderable percentage — say, 10 per cent — of all the 
water suoplied. 

PUMPING-ENGINE DUTY AND TESTS. 

The economy of a pumping-engine is expressed by 
the use of the word " duty.*' This is the number of 
foot-pounds of work done by the consumption of 100 
pounds of coal. Thus the duty of a pumping-engine 
that will do the equivalent of lifting ioo,cxxD,ooo pounds 
one foot high for every 100 pounds of coal consumed 
is said to be 100,000,000. This has no reference to the 
capacity of the engine: that may be large or small. 
So far as the engine is concerned, this takes account of 
the effective and not the indicated power. It is usually 
calculated from the pressure against which the pump- 
piston works plus the equivalent pressure of lifting the 
water from the well. The resistance which the pump- 
piston must overcome is commonly determined by a 
pressure-gauge on the rising main ; to the pressure in- 
dicated by this gauge is added the pressure due to its 
height above the water in the well, measured when the 
pump is working. This is found by multiplying the 
height in feet by 0.433, ^^"^^ result appearing in pounds 
pressure per square inch. The sum of these pressures 
will be the resistance against which the pump-piston 
works. 

If this resistance is multiplied by the area of the pis- 
ton in inches, the length in feet of a double stroke 
(revolution), the number of double strokes (revolu- 
tions) in a given time and by 100, and divided by the 
pounds of coal burned during that time, the quotient 
will be duty. 
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For example, let the area of pump-piston be loo 
inches, double stroke four feet, number of double 
strokes 9600, coal burned 800 pounds, the gauge on 
main show a pressure of 50 pounds, and the height of 
this gauge above water in well be 23.1 feet. 23.1 X 
0.433 = 10, which, added to 50 = 60 pounds, the resist- 
ance to motion of pump-piston. The duty will then be 
60 X 100 X 4 X 9600 X 100 „ „ 

800 ' 

It will be understood that the last multiplier, 100, is \ 
used because the divisor is the number of pounds of J 
coal burned instead of the number of hundred pounds. 

Tests of pumping-engines may be begun either by 
starting new fires or estimating the amount of coal on 
the grate at the beginning and termination of the test. 
The water-pressure may vary considerably during the 
test, as when pumping direct into city mains, or since 
the dynamic head is the static head plus the friction 
when pumping into reservoirs, it will then vary with 
the speed of the pump ; hence it is necessary to take 
the reading of the water-gauge at frequent intervals, 
say, each quarter hour, and average alt the readings. 

It is evident that the resistance against which the 
pump-piston moves might be calculated directly from 
diagrams from the pump-cylinder; but this is not cus- 
tomary. The indicator should be applied to the pump- 
cylinder and diagrams taken during the test to deter- 
mine if the pump is working properly. If this is not 
done, it is possible to account for more work than is 
actually accomplished. Diagrams should also be taken 
from the steam-cylinder, and comparisons made with 
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the power developed there and the work credited to 
the pump. I have known instances in which the pump 
was given credit for more work than was done in the 

»*tcam-cyliiider. Of course the reverse of this should 
be true to the extent of the friction of the engine. 
Water-gauges, from the constant hammering they 
receive from the water, are subject to derangement, 
and sometimes, when the exact height to which the 
water is elevated is known, are not depended upon. 
L In one test in which the writer was engaged the fol- 
■ towing plan for determining the dynamic head was 
F pursued : The total height to which the water was 
raised was known to be 231.283 feet. This had been 
determined both by surveys and by testing the static 
head by a proved gauge. To determine how much to 
add for friction, the readings of the gauge were taken 
with engine at work and at rest, and the difTerence 
found to be g.607 feet — one foot was added for 
friction below gauge. These added to 231.283 gave 
the dynamic head as 241,89 feet— in pounds, 241,89 X 
0.433 =^ 104738- It was believed that, although the 
gauge was not quite correct in total readings, it would 
not vary materially in less than 10 feet, equal to about 
4 pounds. This view was further strengthened by the 
fact that the friction allowance agreed with previous 
estimates of the hydraulic engineers, so 104.738 pounds 
per square inch was taken as the resistance against 
which the pump-piston worked. 

The custom has usually been in testing a pumping- 

engine to consider the plant — engine and boilers — as 

a whole. In fact from the understanding ol the word 

duty it must be so considered. Sometimes, however, 

B the duty guaranteed is on the assumption that the 
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boilers will evaporate a specified amount of water per 
pound of coal; if they fail to do this, an allowance 
covering the deficiency is made in favor of the engine. 
This is generally to cover the possible use of a poor 
quality of fuel. 

BOILER-TESTS. 

In boiler-tests the object is to find the quantity o( 
water evaporated per pound of coal, and the quantity 
the boiler is capable of evaporating. By one of the 
methods previously explained the coal burned in a 
given time is determined, and also the water evaporated. 
The latter is a measure of the capacity of the boiler, 
and divided by the former shows the economy. The 
difficulties previously mentioned — ^water carried over 
with the steam, and in accurately determining the coal 
burned — will of course be encountered. 

In the preceding chapter the fact was alluded to 
that for uniformity it was customary to state the 
economy of a boiler in equivalent evaporation from 
and at 212°, and the process of making the reduction 
was explained. By the use of the following table, 
prepared for the American Machinist by a correspond- 
ent whose name I regret not being able to give, the 
process is very much shortened. The basis for this 
table are the steam-tables of Charles T. Porter. To 
use the table, multiply the observed evaporation by the 
factor under the pressure at which it took place, and 
against the temperature of feed. Thus, suppose the 
evaporation is 8^ pounds of water per pound of coal, 
the gauge-pressure being 80 pounds, and the tempera- 
ture of feed 130°. Under 80 and against 130 find the 
factor 1.121 Multiply SJ by this, and the product, 
9.52, is the equivalent evaporation from and at 213°. 
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WHAT SHOULD BE NOTED. 

As these tests are supposed to be made by working 
engineers and meclianics for purposes purely practical, 
the record will not usually be as complete as if made 
by experts for purposes partly scientific. In testing 
sn engine it is necessary that the steam -pressure be 
accurately noted at intervals sufficiently short to in- 
sure a correct average. One of the objects of a steam- 
engine test is to determine the economy under a given 
steam-pressure; hence the importance of knowing ex- 
actly what that pressure is. If a condensing-engine, 
the vacuum by gauge should be similarly recorded, and 
other particulars given in Chapter V. When the boiler 
in any way enters into the test, temperatures in boiler- 
room and outside, and readings from a barometer 
when practicable, should be taken. If possible, the 
temperature of the escaping gases should be observed, 
and the temperature of the feed-water always ; in fact, 
any conditions that remotely affect the result should, 
when possible, be recorded. Particularly dimensions 
and location of grate, dimensions of chimney, size, 
length, and number of tubes, and other parts, should be 
noted. Things that seem of no importance at the 
time may have value at some future consideration of 
the record. Measures and weights should be accurate, 
and gauges and other instruments known to be correct. 
The habit of being exact and of extending the ol>- I 
servations made should be cultivated. 

By practice and observation an engineer in charge \ 
of a steam-plant, or a machinist who sets up engines j 
and boilers, may make tests that will assist in deter- I 
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mining the most economical plan of operating, and 
with but little trouble or preparation. Such tests 
frequently made by engineers are valuable, and owners 
of steam-engines and boilers should in every way en- 
courage them, as tending to greater economy in the 
use of fuel. 
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Absoluts information from diagrams, 

36. 

Absolute pressure, 7. 
Adjusting valves, 13, 30. 
Admission, late, 103. 
Admission-line, 38. 
Admission-line, an impossible, xox. 
Air required for combustion, 39. 
Areas of circles, table of, 153. 
Areas of large circles, finding, 158. 
Atmospheric line, 38. 
Atmospheric line, tracing, 34. 
Atmospheric pressure, 38. 

Back>pressurb, 7, 35. 
Back-pressure, cause of excessive, 36. 
Back-pressure in condensing and non- 
condensing engines, 77. 
Back-pressure, loss from, 131. 
Back-pressure, note on, 8. 
Back-pressure, reduction for, 43. 
Back-pressure, total, 7. 
Blanks, example of printed, 35. 
Boiler-duty, 39. 

Boiler, evaporative duty of, 164. 
Boiler-pressure, 7. 
Boilers, testing, z68. 

dsT-iRON, weight of, 149. 
Channelling the head or counter-bore, 

10. 
Clearance, 8, 57. 
Clearance, estimating, 93. 
Clearance-line, locating, 63. 
Clearance, per cent of, 64. 
Qearance, Professor S>weet*s plan for 

measuring, 63. 



Clearance, the exact effect of, known 
only by trial, 138. 

Coal burned, determining, S70, 173. 

Coal per horse-power, 168. 

Combustion, air required for, 39. 

Combustion, heat of, 38. 

Compound condensing engines^ dia- 
grams from, 83. 

Compression, 9. 

Compression and dearapce, 135. 

Compression and high speed, 138. 

Compression and steam-chest pressure, 
125. 

Compression and terminal pressure, 
128. 

Compression, argument in favor of, 34. 

Compression-curve, 39. 

Compression, too much, 138. 

Condensation, 147. 

Condensation and leaks, loss from, 76. 

Condensation in the cylinder, effect of, 

69*97. 
Condenser, effect of adding a, 151. 
Condenser, gain by, 83. 
Condenser, necessity of knowing the 

pressure in, 88. 
Condenser, pressure in, 77. 
Condensing and non-condensing dia 

grams compared, 78, 81. 
Condensing engines, 74. 
Cord, adjusting the length of, 23. 
Cord is best, why a short, 21. 
Cord, stretching of the, 23. 
Cord to use, best, 23. 
Cord, waxing the, 23. 
Cords, hooking together, 24. 
Counter-pressure lines, uneven, 86« 
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Crooked dioc^rams, unravelling, xox. 
Curves. See Theoretical, etc. 
Curves, agreement of actual and theo- 
retical expansion, 64, 68. 
Cut-off, finding the point of, 6x. 
Cut-off, unequalized, 86. 
Cut-off valve behind tijie, 93. 
Cut-off valve, improper action of, 90. 
Cut-off valve leopens, 99. 
Cut-off, where to, 147. 

Data, how to preserve the, 133. 
,X>ata iieceMary and useful, 30. 

Decimal equivalents, table of, 167. 

Diagrams, /comparing actual and hypo- 
thetical, 134. 

Diagrams from a steam-jacketed cylin- 
der, 74. 

Diagrams from both ends of the cylin- 
der, 13. 

Diagrams from locomotive-engines, 1x9. 

Diagrams, getting ready to take, xo. 

Diagrams, good features of, X44. 

Diagrams, length of, 21. 

Diagrams, measuring a large number 
of, 170. 

Diagram, names of the lines of the, 28. 

Diagrams, peculiar, 91, 96, 98, 100, 102, 
108. 115. 

Diagram, reading the, 36. 

Diagrams, steam chest, 139. 

Diagrams, taking, 23. 

Diagtams, testing the accuracy of, 34. 

Diagrams, unravelling crooked, loi. 

Drilling the cylinder, 10. 

Drum-motion, 16, 119. 

Drum-motion, examples of, 17. 

Duty, 174, 175. 

Duty, boiler, 39. 

Eccentric out of place, xii. 
Economy in the use of steam, 104. 
Economy of expansion, 43. 
Economy of heating feed-water, X64. 
Economy of high-pressure. 44. 
Economy, st^am-engine, X45. 
Elbows, brass, 11. 
Elbows, bushing, 11. 
Engines, overloaded, xsx. 



Engines, testing, iC3, 177. 
Engines, underloaded, 146. 
Equivalent evaporation, 177. 
Equivalent of heat and work, 38. 
Evaporation, equivalent, 177. 
Evaporation, example of, 40. 
Evaporation, table for reducing, 178. 
Exhaust-closure, early and late, 33. 
Exhaust, heat lost at, 45. 
Exhaust, late, 94. 
Exhaust-line, 29. 
Exhaust-opening, late, iix. 
Exhaust, restricted, 90. 
Exhaust-valve, leaky, xii. 
Exhausting against pressure, X03. 
Expansion-curve, agreement of actual 

and theoretical, 64. 
Expansion-curve, geometrical method 

of finding points in, 61. 
Expansion-curve, peculiarities of, 95, 
Expansion, economy of, 43. 
Expansion, initial, X3X, X33. 
Expansion, initial, economy of, 104. 
Expansion-line, 39. 
Expansion-line, an impossible, xoi. 
Expansion, low, 48, 50, 53. 
Expansion of steam, 38, 4x. 
Expansion, ratio of, 8. 
Expansion-line and leaky valves, iix. 

Feed-water, economy of heating, 164. 
Fly-wheel, effect of increasing capacit> 

of, XX7. 
Fly-wheel, influence on regulation of, 

X48. 
Fly-wheel, light, ixx. 
Fly-wheel, rule for finding weight of, 

X48. 
Foot-pound, 9. 

Forces represented in diagrams, 48. 
Friction, addition for, X74. 
Friction, effect of, 147. 
Friction of indicator-piston, 37. 
Friction of water, 144, 153. 

Gases, temperature of escaping, 39. 
Gauge- pressure, 7. 
Gauges, derangement of water, X74. 
Guide-pulley, X9. 
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Guide^pulleys, diiadvantages of, aa 

Heat, 38. 

Heat and work, 39. 

Heat, available, 4s. 

Heat, latent, 9, 40, 164. 

Heat lost at exhaust, 45. 

Heat of combustion, 38. 

Heat, sensible, 9. 

Heat, the unit of, 8. 

Heat-units, 45, 164. 

Heat utilized, 39. 

High-pressure, economy of, 44, 46. 

High-speed diagrams compared with 
moderate speed, 128. 

High-speed reduces area of diagram, 
130. 

Holes for indicator, position of, 119. 

Hooking the cords together, 34. 

Horse-power, elements of, 52. 

Horse-power, finding the, 48, 53, 137. 

Horse-power for one pound mean effec- 
tive pressure, 53. 

Horse-power, indicated, 9. 

Horse-power, net, 9. 

Horse-power, water and coal per, 168, 
169,173. 

Hyperbolic logarithms -f i, table of, 166. 

Indicator, care required in use of, 5. 
Indicator, construction and use of the, x. 
Indicator cylinder, warming, 34. 
Indicator, how to attach the, 10. 
Indicator, how to connect the, 119. 
Indicator|>iston, effect of momentum of, 

96. 
Indicators, using one or two, 13. 
Initial expansion, 8, 104, 131, 133. 
Initial expansion, economy of, 104. 
Initial pressure, 7, 137 

Lap, inside, 79. 

Latent heat, 9,- 164. 

Lead, 31. 

Lead, arguments for and against, 33. 

Lead, equalizing, 33. 

Lead, excessive, 33. 

Lead, lack of, 31. 

Lead, unequal, 86. 



Leaky valves by the indicator, detect 

ing, m. 
Levers, length of, 18. 
Levers, reducing, 116. 
Link-motion, claims of loss in the, 133. 
Link-motion, economy of the, 131. 
Locomotive-engines, diagrams from, 119 
Long pipes, 11, 13. 

Mariottb^s law, 41. 

Mean effective pressure, 7. 

Mean effective pressure by ordinates or 

divisions, measuring, 51. 
Mean effective pressure, horse-power for 

one pound, 54. 
Mean pressure of expanding steam, 41. 
Measuring diagrams, precautions in, 53. 
Memoranda on diagrams, making, 34. 

NozzLE-AREA and port-opening, 135. 

Paper, adjusting the, 33. 

Paper-drum, 3. 

Pencil, adjusting the, 33. 

Pencil, neutral position of the, 3. 

Pipes, cleaning, is. 

Pijjes, long, 11. 

Piston-displacement, 9. 

Piston, friction of indicator, 37. 

Piston of steam-engine moves between 

two forces, 3. 
Planimeter, measuring mean effective 

pressure by the, 170. 
Port-opening and nozzle-area, 135. 
Pounding, 34. 
Priming, extent of, 174. 
Pumping-engines, duty of, 174. 
Pumping-engines, tests of, 174. 
Pressure, absolute, 7. 
Pressure, back, 7. 
Pressure, boiler, 7. 
Pressure, initial, 7. 
Pressure, mean effective, 7. 
Pressure measured from vacuum, 57. 
Pressure, note on back, 8. 
Pressure of expanding steam, 41. 
Pressure of expanding steam, rule for 

finding, 41. 
Pressure, rapid rise of, 69. 
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Pressure, terminal, 7. 
Pressure, total back, 8. 

Ratio of expansion, 8. 

Reducing levers, 16, 1x9. 

Re-evaporation, 114. 

Reopening of steam-valve, 95. 

Return stroke, 33. 

Rule for finding the mean pressure of 

expanding steam, 43. 
Resistance to motion of the piston of a 

steam-engine, 14. 

Saturated steam, 9. 
Sensible heat, 9. 
Serrated lines, 36. 
Specific volume, 164. 
Springs, care of, 15. 
Springs, how marked, 14. 
Spring to use, proper, 14. 
Steam-chest diagrams, 139. 
Steam, dry, 9. 

Steam exhausted per hour, 67. 
Steam expended by means of Thomp- 
son's table, computing, 70, 135. 
Steam, expansion of, 38, 41. 
Steam, generating, 40. 
Steam-jacketed cylinder, diagrams from 

a, 74- 
Steam-line, 29. 
Steam-line, straight, 104. 
Steam per horse-power per hour, 67. 
Steam-pipes, large and small, 107. 
Steam-ports, large, and balanced valve, 

135- 
Steam-ports, small, 134. 
Steam, pressure of expanding, 41. 
Steam-pressure, working with lower 

and higher, 151, 156. 
Steam, properties of saturated, 159. 
Steam, saturated, 9. 
Steam saved m clearance-space, 67. 
Steam, superheated, 9. 
Steam, the conversion of water into, 40. 
Steam-valves, leaky, in. 
Superheated steam, 9. 

Tbmpbraturb of escaping gas, 39. 



Terminal pressure, 7, 1x3. 

Terminal pressure and compression, 138. 

Terminal pressure, high, 76. 

Terminal pressure, theoretical, 7. 

Test, objection to water, 173. 

Tests, different ways of making, x68. 

Tests of pumping-engines, 174. 

Tests, what ^ould be noted in making, 
X79. 

Testing engines and boilers, x68. 

Theoretical curve, the, 55. 

Theoretical curve, points from which to 
draw the, 58. 

Theoretical curve, reasons for establish- 
ing, 55. 

Theoretical diagram, 36. 

Thompson*s computation-table, 73, 73. 

Throttling-engines, X07. 

Underloaded engines, 146. 
Unit of heat, 8. 
Unit of work, 8. 
Useless work, X46. 

Vacuum-line, establishing, 59. 
Valves, adjusting, 13, 30. 
Valves, detecting leaky, m. 
Valve, improper closing of, xo 
Valve reopens, cut-off, 99. 
Valve, reopening of steam, 95. 
Volume, specific, X64. 

Water, friction of, 141 . 

Water into steam, the conversion of, 40. 

Water per horse-power per hour, 169, 

Water-test, objection to, X73. 
Weight of cast-iron, 149. 
Wire-drawing, 8. 
Wire drawing not always objectionable, 

X37, 
Wood in coal, equivalent of, 170. 
Work and heat, 39. 

Work done below atmosphere, 76, 83. 
Work m the two ends of the cylinder, 

86. 
Work, the unit of, 9. 
Work, useless, 146. 
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AGRICULTURE, 
Annsby's Manual of Cattle-feeding zamo, Sx 75 

Principles of Animal Nutrition 8to» 4 00 

Bttdd and Hansen's American Horticultural Manual: 

Part L — ^Propagation, Culture, and Improvement xamo, x 50 

Part n. — Systematic Pomology xamo, x 50 

Downing's Fruits and Fruit-trees of America 8vo, 5 00 

Elliott's Engineering for Land Drainage xamo, x 50 

Practical Farm Drainage lamo, x 00 

Green's Principles of American Forestry xamo» x 50 

Grotenfelt's Principles of Modem Dairy Practice. (Woll.) xamo, a 00 

Kemp's Landscape Gardening xamo, a 50 

Maimard's Landscape Gardening as Applied to Home Decoration. xamo, x 50 

Sanderson's Insects Injurious to Staple Crops xamo, x 50 

Insects Injurious to Garden Crops. (In preparation.) 

Insects Injuring Fruits. (In preparation,) 

Stockbridge's Rocks and Soils 8vo, a 50 

Woll's Handbook for Farmers and Dairymen x6mo, x 50 

ARCHITECTURE. 

Baldwin's Steam Heating for Buildings xamo, a 50 

Berg's Buildings and Structures of American Railroads 4to, 5 00 

Birkmire's Planning and Construction of American Theatres 8vo, 3 00 

Architectural Iron and Steel Svo, 3 50 

Compound Riveted Girders as Applied in Buildings Svo, a 00 

Planning and Construction of High Office Buildings Svo, 3 50 

Skeleton Construction in Buildings Svo, 3 00 

Briggs's Modern American School Buildings Svo, 4 00 

Carpenter's Heating and Ventilating of Buildings Svo, 4 00 

Freitag's Architectural Engineering. 2d Edition, Rewritten Svo, 3 50 

Fireproofing of Steel Buildings Svo, 2 50 

French and Ives's Stereotomy Svo, 2 50 

Gerhard's Guide to Sanitary House-inspection i6mo, i 00 

Theatre Fires and Panics i2mo, i 50 

Holly's Carpenters' and Joiners' Handbook x8mo> o i«* 

Johnson's Statics by Algebraic and Graphic llLetho^ %•»..... .%^^« "^ 
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Kidder's Architect's and Builder's Pocket-book. Rewritten Edition. 

1 6mo, morocco* 5 oo 

Merrill's Stones for Buildinc and Decoration 8vo, 5 00 

Monckton's Stair-buildinc 4to, 4 00 

Patton's Practical Treatise on Foundations 8vo, 5 00 

Peabody's Nayal Architecture 8vo, 7 50 

Slebert and Biggin's Modem Stone-cutting and Masonry 8vo, x 50 

Snow's Principal Species of Wood 8vo, 3 50 

Sondericker's Gra^iic Statics with Applications to Trusses, Beams, and Arches. 

8yo, a 00 

Wait's Engineering and Architectural Jurisprudence 8vo, 6 00 

Sheep, 6 50 
Law of Operations Preliminary to Construction in Engineering and Archi- 
tecture Syo, s 00 

Sheep, 5 50 

Law of Contracts Syo, 3 00 

Wood's Rustless Coatings: Corrosion and Electrolysis of Iron and Steel . . .Svo, 4 00 

Woodbury's Fire Protection of Mills Svo, 2 50 

Worcester and Atkinson's Small Hospitals, Establishment and Maintenance, 
Suggestions for Hospital Architecture, with Plans for a Small Hospital. 

i2mo, X as 

The World's Columbian Exposition of 1893. . . .' Large 4to, x 00 

ARMY AND NAVY. 

Bemadou's Smokeless Powder, Nitro-cellulose, and the Theory of the Cellulose 

Molecule lamo, a 50 

* Bruffs Text-book Ordnance and Gunnery Syo, 6 00 

Chase's Screw Propellers and Marine Propulsion Svo, 3 00 

Craig's Azimuth 4to, 3 50 

Crehore and Squire's Polarizing Photo-chronograph Svo, 3 00 

Cronkhite's Gunnery for Non-commissioned Officers 24mo. morocco, 2 00 

* Davis's Elements of Law Svo, 2 50 

* Treatise on the Military Law of United States Svo, 7 00 

Sheep, 7 50 

De Brack's Cavalry Outpost Duties. (Carr.) 24mo morocco, 2 00 

Dietz's Soldier's First Aid Handbook z6mo, morocco, x 25 

* Dredge's Modem French Artillery 4to, lialf morocco, xs 00 

Durand's Resistance and Propulsion of Ships Svo, 5 00 

* Dyer's Handbook of Light Artillery lamo, 3 00 

Eissler's Modem High Explosives Svo, 4 00 

* Fiebeger's Text-book on Field Fortification Small Svo, 2 00 

Hamilton's The Gunner's Catechism iSmo, x 00 

* Hoff's Elementary Naval Tactics Svo, x 50 

Ingalls's Handbook of Problems in Direct Fire Svo, 4 00 

* Ballistic Tables Svo, x 50 

* Lyons's Treatise on Electromagnetic Phenomena. Vols. I. and 11. .Svo. each. 6 00 

* Mahan's Permanent Fortifications. (Mercur.) Svo, half morocco, 7 50 

Manual for Courts-martial x6mo « morocco, x 50 

* Mercur's Attack of Fortified Places i2mo, 2 00 

* Elements of the Art of War Svo, 4 00 

Metcalf's Cost of Manufactures — And the Administration of Workshops, Public 

and Private Svo, 5 00 

* Ordnance and Gunnery. 2 vols i2mo, 5 00 

Murray's Infantry Drill Regulations xSmo. paper, xo 

Peabody's Naval Architecture Svo, 7 50 

^Pi^ei/is's Practical Marine Surveying Svo, 2 50 

-well's Army Officer's Examiner xamo, 4 00 

ipe'8 Art of SobtistiiicAimiM in Wax \%s&.Q«Ts»)i\^M»»k^ x ^ 
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• Walke'i LcctDTH on EipioiivH 

• Wheelei's Siege Operations and UiliUr; Mining 8tc 

WiQthrnp'aAbridEmentof MililaryLBW lams 

Waodbull's NotH on Iililitary Hygiene ilSmo 

Toung's Simple BlemiatB □< Navigation i6mD moiDCCO 

SoconiJ Edition, Enlarged and Reviaoi ifimo, moroieo 



ASSAYIHG. 

l1 Instrucdons in Quantitative AsaaFini 



rith the Blovpipe. 



Eickettsand Miller's Notes on AEBayioB Bvo, 

nike'sUDdernEleccrolrtic Copper Refining Sto, 

Wibon'B Cyanide Processea lamo. 

Cblorination Process lamo, 

ASTHOHOMY. 

Comstock'i Field Astronomy for Engineers. 8vo, 

Craig's Azimuth. --.-.. .4tOi , 
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s. with Special Hefei 



CHESnSTEY. 
ftdriance's Laboratory Calcuiations and Specific Gravity Tabln . . 

AUen'i Tables (or Iron Analysis 8vo, 

Arnold'B Compendium of Cbemistrr. (MandeL) 

Ansten's Doles for Chemical Students 

The Occurrence t-f Aluminium in Vegetable 
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il Froduc 



and Bati 



<A Wat. 



imokelesi Powder.— HItto-eellulose, and Theorr of the O 

Molecule 

Bolton's Quantitative Analysis 

■Browuing'slalroduction to the Rarer Elsmeota 

Bruab and PeaSeld's Manual of Determinative Mineralogy 

Classen's QuantiUtiveCbemicalAaalyBis by Ebrclrolysis. (Boltwood.) . 



's Manual of Bac' 
Craft's Short Course in Qui 
Dolaialek'a Theory of tt 






)lDgy. (tn preporolioo.) 



Lead i 



Dtechaers Chemical ReacUons. (MenilL ) 

Dnhem'a ThermQdynamics and Chemirtty. ( Burgess.) 

Eiasler's Modem High Eiplosives 

HboDt's Eczymes and their Applicationa. l.PieBcotL'l 

MBUu^IotroductloiilQCbeinicalPcepaiatiDns. (.Oui^v-'^-- 



PkMbec'i Pnclical loitructiani !□ QiunttUliYe Aua^ine with tlu filo 

rowler-i S»«tj« Work* AiuiItmi 

VrMaDlui's Minuil of OumllUtiva Cbemkal AaslniB. (WsUi.) 

UftDiul of QualllBtlTa Cbemlcal Anal; Ell. PanL Pcscriptiie. (WcUl) 

8vo, 3 
Syittm of Initnictlon In QuBntiulive Cbemical Analrsls. (Cohn.) 

1 Yols 

Fdart«'s W«tc(»nd Public Htnltb ijmo 

Fonmin't Uadual of Prmctltal AaaajitiB 8ro 

• Gstman-a EitrcisM in PhyElcal ChcmiBtry ijino, 

GiU'a Gl6 ind Fuel Analyili for Engincen ■ una 

ftratBDfglt'iPHaclplMof HodgtiiDdryPnicticB. (WoU.) ijmo 

Hamnunttn'i Tcit-book of PbTBioIogicBl Cbemlitty. (UuideO 8vo 

Habn'i Piinciptu of HBtfasmatical Cb>miiti7. (Horcao.) iimo 

Hgiing'i Ready Reference Tables (Conversion Faclors) ifimo, momccD 

Hinds's Inorganic Cbemiattr 8vo 

• Laboratory Uanual tor Students rimo 

Holleman's Teit-book of Ino[(anic Cbamiatrj. (Coopu.) 8to 

Text-book of Onanlc Chcmiatrr. (Walker and Hatt.) 8yo 

• Laboratory Manual of Organic Chemistry. (Walker.) iinio 

Hopklna's Oil-cbemiats' Handbook 8»o 

Jackaao'a Diicctloni for Laboratory Work In Pbitioloclcal Cbemistrr. .Sto< 

KMP'a Caat Iron 

Ladd's Msnual of QuanlitaliTe Cbamlcal Analyais iimo 

Lflndnuer'a Speclfum Analysis. (Tinjio.) 8»d 

Lassar-Cohn's Practical Urinary Analyiii. (Loreni.) rimo 

Lucta's Ibe Inspeclion and Aoalyila of Pood witb Special Saferance to State 

LSb'iElecCrolyBlsand Eledrosymbens of Organic Compounda. (Lorenz.) 
Handel's Handbook for Blo-chEnJcal Laboratory 

• Martin's Laboratory Guide to QualitatlTa Analysis with Ibe Blowpipe . . 
Kasoa's Water-supply. (Conaldecsd Principally from a Sanilarj Standpoint.) 

3d Edition, Bewritlen 8 

Examination of Water. (Chemical and Bacteriological) iir 

Meyer's Determination of Radicles in Cubon Compounds. (Tingle.), .in 

Killer's Manual of Aisayiae tin 

Hiztar's Elementary Tut-book of ChemiEtry im 

Morgso's Outline of Theory of Solation and Its Rsaulti lai 

Elements of Physical Chemistry m 

Morse's Calculations used in Cane-sugar Factorieg ', i6ma, moroc 

Uulllken's Geaerol Method for the IdantificBliDn of Pmv Organic Compounds. 

Vol L Laree 8»o, s 

Riehols'a Water-supply. (Considered mainly from a Cbemical and Sanitary 

Standpoint, 1883.) 

0*Biina's Laboratory Guide In Chemical Analysis 

O'Qriscoirs Dotes on the Treatment of Gold Ores 

OX and Koibeck's Text-book of Cbemical Technoloey. (Lorenz—Boiart.) 
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Pictel's The Alkstoids and then- Chemical Cc 
Pinner's Introduction to Organic ChemlBtry. 

Calorific Poser of Fuels 

Prascott and Winslow's Elements of Water 

Sanitary Water fcnalTsis... 

'R^nfM Gaide to Piece-dTtioE 
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RlckettB ini 

Ridcal-i Sewage uni the BacterlHl PiuiQcaCIon of Sem 

Disinfection ami the Preservation o£ Food 

Ruddimau's Incompatibilitiei in Preacrlptlons. Sto, 

S»bin*a IndustfLfll and Artistic Technology of Vaints and Vaoilsh. {[npreM.; 

Salkowski'i Fb;>laIogicaI and PatholoEical Cbimiiliy. (OrndoraO B> 

Scblmpl's Text-book □[ Volumetric AoalysLe lan 

EsunUab of Volumetric Analy^ iin 

Spencer's Handbook for Chembti of Beet-augai Houses iGma, mDii>c< 

Handbook toi Sugar ^anufactuieis and their Cbeousti. .iSmo.moroci 

Stockbcidge's Rocks aad Soils Bi 

• Tillman's Elementary Lessons in Heat. 
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(HalL) Bvo, 

Quantitative Anolysis. (Hall.l 

Tumeaure and RusseU's Public Waler-suppliea 

Tbd DsTenler's Physical Chemistry [or Begiimers. (Boltwood.) 

•Walke's Lectures on Eiploslras Bro, 

WasBermaon'a Immune Sera: H«molyiIns, CstotMhiB, and PrecipitinB. (Bot 
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Elfioct's Engineering for Land Drainage 

Practical Farm Drainage 

Folwell's Sewerage. (Designing and MaiqlBoance.) 

Fraitac*s Architectural Engineering, id Edition, Rewrittsn 

French and Ives's Slereotomy 

QDodbue's UuniciiHII Inprovementa 

Goodrich's Economic Dbposal ol Towns' Refuia Bvo, 

Gore's Elemenlj of Geodesy 

Bayford'E Teit-book of Geodetic Astronomy 

Bering's Ready Reference Tables ( Conversion FBctorsl 

Howe'aRetaining Walls for Earth umo, 

Johuon'a Theory and Practice of Surveying .?naiKi.%»i. 

Statics by Algebraic and GiapMc Uethodi -%'"' 
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Klantcd'i Sewage Diapoul urn 

LapUct'i Philoiopblul Eiuj »□ PmbabilitiH. (Tnucott uiil Emorj.) iim 

Haluil't TteitM on CiTil EoEiiicgriiig. (1873.) (Wood.) Sv 

• De»eripliT« Geomeur .B» 

llErTiDiaii'i£>emeDDo(PiickBSDTietiD|uidO«oileiT Sv 

Element! ol SunlUry EoglQeeriQe 8i 

UcTrimaa icd Brooki'n Handbook lor Surreyon i6ii]i>, moroec 

Rugenl'ePlineSurvBHiW -flv 

Olden'* Sewer DoapL iim 

Pinon'tTiMtiuDa Civil Eoelaetrlot; 8to half leitlii 

Reed*! Topocripblcal Dnwlai uu) Skilchiug 4! 

Ridul-i Sswaca ud tbe Bacterial PuiificatioD of Semgc 81 

8Mb<rt>ildBlfi:lll*BHoderDStoiie-cuItingandIIIaioiUT Si 

Smltb's Manual of Topafraphical Duwlng. ( UcHiilao.) 8t 

Sondexicker's Grapbic Slaticit viin Applications 10 TrDsstt, Beams, ac 






Lair of Opeiationi PreUmloaij to ConitrDctlan in BnsincerfiiK and , 

tecluie Svo, 

Shee 

Law of CoDtracU Si 

Vanen'i StereotoniT — Problemi In SCone-cultine 81 

Vebb'i Problem* In the 'Dfe and Adjustmenl of Bnglneerins Instrumen 

• Wheeler'e BlementarT Coune of Civil Engineering '. 8t 

WUaou'i Topogiaiiliic Surrcriac .8to, 

BRIDGES AITD ROOFS. 

BoUer'* Practical Treatise on the ConstmctiDn of Iron Highway Bridgw. .Bto, 

• Thamei River Bridge 4to, paper, 

Burr'* Course on the Strerae* in Bridge* and Koof Tiunei, Anhed Ribs, and 

Da Boia's Uechanica of Engineering. VoL □. Small 410. i 

FoOar'* Treatiie on Wooden Treitle Bridge* 4to, 

Fowler'* Coffer-dam Proeet* tor Piers Svo, 

Greene'a Roof TraBBes Svo, 

Bridge Truisea 8yo, 

Arches in Wood. Iron, and Stone Svo, 

Bowe's TteatlBe on Arche* Svo, 

Design of Simple Roof-tnissea In Wood and Steel Svo, 

Jahmon, Bryan, and Turneaiue'* Theory and Practice Id Ihs DesigDing of 
Hodein Flamed Structures Small 4I0, 1 

Maniman and Jacoby's Teit-book on Roofs and Bridge*: 

Parti. — Streise* Id Simple Trusse* Svo, 

Part IL — Graphic Statics Swo, 

Part in.— Bridge Design. 4th Edition. Rewritten 8vo, 

Part IV.— Higher StruMnres a»o, 

Morison's Memphis Bridge 4to. 

WaddeU'9 De Pontibua. a Pocket-hook for Bridge Engiaeers. .' . iSmo, moroccf . 
Specifications for Steel Bridge* lamo. 

Wood's Treadse on tbe Theory of the CoaBtructioa of Bridges and Roofs. Svo, 

Wright's Designing of Draw-ipans: 
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HYDRAULICS. 



Bazin's Experiments upon the Contraction of the Liquid Vein Issuins from an 

Orifice. (Trautwine.) 8yo, 2 00 

BoTey's Treatise on Hydraulics 8to, 5 00 

Church's Mechanics of Ensineering 8yo, 6 00 

Diagrams of Mean Velocity of Water in Open Channels paper, x 50 

Coffin's Graphical Solution of Hydraulic Problems z6mo» morocco, 2 50 

Flather's Dynamometers, and the Measurement of Power xamo, 3 00 

Folwell's Water-supply Engineering 8vo, 4 00 

Frizell's Water-power 8yo, 5 00 

Fuertes's Water and Public Health xamo, x 50 

Water-filtration Works xamo, a 50 

Oanguillet and Kutter's General Formula for the Uniform Flow of Water in 

Rivers and Other Channels. (Hering and Trautwine.) 8yo, 4 00 

Hazen's Filtration of Public Water-supply 8vo, 3 00 

Hazlehursf 8 Towers and Tanks for Water-works 8vo, a 50 

Herschel's 1x5 Experiments on the Carrying Capacity of Large, Riveted, Metal 

Conduits 8yo, a 00 

Mason's Water-supply. (Considered Principally from a Sanitary Stand- 
point) 3d Edition, Rewritten Svo, 4 00 

Merriman's Treatise on Hydraulics. 9th Edition, Rewritten 8yo, 5 00 

m Michie's Elements of Analytical Mechanics Svo, 4 00 

Schuyler's Reservoirs for Irrigation, Water-power, and Domestic Water- 
supply Large 8vo, 5 00 

** Thomas and Watt's Improvement of Riyers. (Post., 44 c. additional), 4to, 6 00 

Tumeaure and Russell's Public Water-supplies Svo, 5 00 

Wegmann's Desism and Construction of Dams 4to, 5 00 

Water-supply of the City of New York from 1658 tozS^s 4to, xo 00 

Weisbach's Hydraulics and Hydraulic Motors. (Du Bois.) Svo, 5 00 

Wilson's Manual of Irrigation Engineering Small Svo. 4 00 

Wolff's Windmill as a Prime Mover Svo, 3 00 

Wood's Turbines Svo, 2 50 

Elements of Analytical Mechanics Svo, 3 00 

MATERIALS OF ENGINEERING. 

Baker's Treatise on Masonry Construction Svo, 5 00 

Roads and Pavements Svo, 5 00 

Black's United States Public Works. . . '. Oblong 4to, 5 00 

BoTey's Strength of Materials and Theory of Structures Svo, 7 50 

Burr's Elasticity and Resistance of the Materials of Engineering. 6th Edi- 
tion, Rewritten Svo, 7 50 

Byrne's Highway Construction Svo, 5 00 

Inspection of the Materials and Workmanship Employed, in Construction. 

x6mo, 3 00 

Church's Mechanics of Engineering Svo, 6 00 

Du Bois's Mechanics of Engineering. VoL I Small 4to, 7 50 

Johnson's Materials of Construction Large Svo, 6 00 

Keep's Cast Iron Svo, 2 50 

Lanza's Applied Mechanics Svo, 7 50 

Martens's Handbook on Testing Materials. (Henning.) a vols. Svo, 750 

Merrill's Stones for Building and Decoration Svo, 5 00 

Merriman's Text-book on the Mechanics of Materials Svo, 4 00 

Strength of Materials Z2mo, x 00 

Metcalf 's Steel. A Manual for Steel-users i2mo^ a <y^ 

Platton's Practical Treatise on Foundations .V«<5»> >«» ^s» 
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Do Boig'g Elementary Principles of Mechanics: 

VoL L — Elinemmtics 8vo, 3 50 

Vol. n.— Statics .* 8vo, 4 00 

VoL m.— lUnetics 8vo, 3 50 

Mechanics of Engineering. VoL I Small 410, 750 

VoL n. Small 4to» xo 00 

. Darky's Kinematics of Machines 8yo, 4 00 

Fitzgerald's Boston Machinist x6mo, x 00 

Flather's Dynamometers, and the Measurement of Power xamo, 3 00 

Rope Driving X2mo« 2 00 

Ooss's Locomotive Sparks 8vo 2 00 

Hall's Car Lubrication x2mo, x 00 

Holly's Art of Saw Filing x8mo. 75 

e Johnson's Theoretical Mechanics X2mo* 3 00 

Statics by Graphic and Algebraic Methods 8vo, 2 00 

Jones's Machine Design: 

Part L — ^Kinematics of Machinery 8vo, x 50 

Part n. — Form, Strength, and Proportions of Parts 8vo, 3 00 

Kerr's Power and Power Transmission 8vo, 2 00 

Lanza's AppUed Mechanics 8vo, 7 50 

MacCord's Kinematics; or. Practical Mechanism 8vo, 5 00 

Velocity Diagrams 8vo, z 50 

Maurer's Technical Mechanics. 8vo, 4 00 

Merriman's Text-book on the Mechanics of Materials 8vo, 4 00 

^ Michie's Elements of Analytical Mechanics 8vo, 4 00 

Reagan's Locomotives: Simple, Compound, and Electric i2mo, 2 50 

Reid's Course in Mechanical Drawing 8vo, 2 00 

Text-book of Mechanical Drawing and Elementary Machine Design. .8vo, 3 00 

Richards's Compressed Air X2mo, x 50 

Robinson's Principles of Mechanism 8vo, 3 00 

Ryan, Norris, and Hoxie's Electrical Machinery. Vol. 1 8vo, 2 50 

Sinclair's Locomotive-engine Running and Management X2mo, 2 00 

Smith's Press-working of Metals 8vo, 3 00 

Materials of Machines x2mo, z 00 

Spangler, Greene, and Marshall's Elements of Steam-engineering 8vo, 3 00 

Thurston's Treatise on Friction and Lost Work in Machinery and Mill 

Work 8vo, 3 00 

Animal as a Machine and Prime Motor, and the Laws of Energetics . z2mo, x 00 

Warren's Elements of Machine Construction and Drawing 8vo, 7 50 

Weisbach's Elinematics and the Power of Transmission. (Herrmann — 

Klein.) 8vo, 5 00 

Machinery of Transmission and Governors. (Herrmann — Klein.). 8vo, 5 00 

Wood's Elements of Analytical Mechanics 8vo, 3 00 

Principles of Elementary Mechanics X2mo, x 25 

Turbines 8vo, 2 50 

The World's Columbian Exposition of 1893 4to, z 00 

METALLURGY. 

Egleston's Metallurgy of Silver, Gold, and Mercury: 

VoL I.— Silver 8vo, 7 50 

VoL n. — Gold and Mercury 8vo, 7 50 

** Iles's Lead-smelting. (Postage 9 cents additionaL) z2mo, 2 50 

Keep's Cast Iron 8vo, 2 50 

Konhardt's Practice of Ore Dressing in Europe 8vo, z 50 

Le ChMtelier'B fligh-temperature Measurements. (Boudouard — Burgess.) . z2mo, 3 00 

JtBteaJf'M SteeL A Manual for SteeV-uscre x2mo, 2 00 

iBl£b''#llltt«ialiof]lAchine8 .x^xaa^ ^ <« 
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Thmston's Materials of fingineering. In Three ^arts 8vo, 

Part n. — ^Iron and Steel 8vo, 

Part in. — A Treatise on Brasses* Bronzes, and Other Alloys- and their 
Constituents 8to, 

Ulke's Modem Electrolytic Copper Refining 8yo, 

MINERALOGY. 

Barringer's Description of Minerals of Commercial Value* Oblong, morocco, 

Boyd's Resources of Southwest Virginia Svo, 

Map of Southwest Virginia Pocket-book form. 

Brush's Manual of Determinatiye Mineralogy. (Penfield.) 8vo, 

Chester's Catalogue of Minerals 8to, paper. 

Cloth, 

Dictionary of the Names of Minerals 8yo, 

Dana's System of Mineralogy Large 8to, half leather. 

First Appendix to Dana's New "System of Mineralogy."... .Large 8yo, 

Text-book of Mineralogy 8vo, 

Minerals and How to Study Them zamo. 

Catalogue of American Localities of Minerals Large 8yo, 

Manual of Mineralogy and Petrography xamo, 

Eakle's Mineral Tables. 8vo, 

Bgleston's Catalogue of Minerals and Synonyms 8yo, 

Hussak's The Determination of Rock-forming Minerals. (Smith.) Small 8yo, 
Merrill's Non-metallic Minerals: Their Occurrence and Uses 8yo, 4 00 

• Penfield's Notes on Determinatiye Mineralogy and Record of Mineral Tests. 

8yo, paper, o 50 
Roaenbttsch'g Microscopical Physiography of the Rock-making Minerals. 

(Iddings.) 8yo, 500 

m Tinman's Text-book of Important Minerals and Docks 8yo, a 00 

Williams's Manual of Lithology 8yo, 3 oo 

MINING. 

Beard's Ventilation of Mines xamo, 2 50 

Boyd's Resources of Southwest Virginia 8yo, 3 00 

Map of Southwest Virginia Pocket-book form, 2 00 

^ Drinker's Tunneling, Explosive Compounds, and Rock DriUs. 

4to, half morocco, 25 00 

BMer's Modem High Explosives 8vo, 4 00 

Fowler's Sewage Works Analyses xamo, 2 00 

Goodyear's Coal-mines of the Westem Coast of the United States zamo, a 50 

Ihlseng's Manual of Mining Svo, 4 00 

** Ilea's Lead-smelting. (Postage 9c. additional) zamo, a 50 

Konhardt's Practice of Ore Dressing in Europe 8vo, z 50 

O'Driscoll's Notes on the Treatment of Gold Ores 8vo, a 00 

* Walke's Lectures on Explosives 8vo, 4 00 

Wilson's Cyanide Processes zamo, z 50 

Chlorination Process zamo, z 50 

Hydraulic and Placer Mining zamo, a 00 

Treatise on Practical and Theoretical Mine Ventilation zamo z as 

SANITARY SCIENCE. 

Copeland's Manual of Bacteriology. (In preparation,) 

FotwelTs Sewerage. (Designing, Construction and Maintenance.; 8vo, 3 00 

Water-supply Engineering 8vo, 4 00 

Fnertes'i Water and Public Health -w-rcaa* -v ^^ 

Water-filtration Works ^-ks^^^ -^ ^^ 

15 



0«t1iud'« Guiiti to Sanltarr Hoiue-iiupcction . . 

Coodrich'a Ecoaonucal DiiiiouJ of Towb'i Refute.. 

H»len'» Filtration of Public W«ler-«uppllei. . 

Elented'B Sewage Disposal 

Lencti'i The Inspeclma and Analyiii of Food with Special ReleieBci to 
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